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Formula 1 in Britain 


In this week’s issue, we present our annual review of British 
Group 8 racing, which incorporates an appraisal of ‘the possibili- 
ties offered by the newly announced Aurora AFX Formula 1 
Championship. As teams decide whether to contest this promis- 
ing new series, the winter will be another crucial ofe in the 
chequered history of the premier Motor Circuit Developments 
track championship. 

The series catered for Formula 5000 cars from 1969 to 1975. 
In 1976 and 1977, it was thrown open to allcomers with F5000, 
F1, F2 or Atlantic machines. In 1978, it will be for Fl and F2 
cars only—and there is a very real danger that it will be viewed 
merely as Group 8 without the 5000s. 

The main factor which has always restricted the growth of this 
championship has been the paucity of the financial rewards. 
MCD have suggested to prospective competitors that the prize 
fund announced for 1978 is a minimum one, and that efforts will 
be made to increase it. Compared with 1977—when the teams 
competing in the championship were unanimous in their 
condemnation of the: prize money—the 1978 fund currently 
proposed does represent an increase of around 20 per cent, but 
this is simply not enough. The series is trying to attract full grids 
of pukka Formula 1 cars backed up by a healthy smattering of 
F2 racers. No matter what the other benefits are from taking 
part, earning ability is crucial in any professional race series, 
and few teams will go Formula 1 for the kind of money now on 
offer. Of even greater concern is the question of the various 
dangers inherent in conducting a race programme based around 


‘an Fl car on an unsuitable budget, which is what some of the 


teams next year will almost certainly be trying to do. 

The four factors which the Aurora series has in its favour are 
the urgent need for a top-line British spectator series, the 
influence of a sponsor committed to promotion, the Formula 1 
Constructors Association monopoly in.Grand Prix racing, and 
the new FIA driver licensing system. Additionally, there is the 
enormous value of the use of the term ‘Formula 1’ in the title of 
the series, and the news that the CSI has extended the current 
Formula 1 even further into the future. 

It is possible that the combination of these factors will attract 
a large number of individual team sponsors, on whom the 
financial burden of international standard motor racing now 
seems irrevocably to lie. But the promoters themselves must 
grab with both hands the wonderful opportunity offered by the 
present climate of motor racing, and lend the new series their 
fullest commitment. If the cash problem is removed—whether 
by improved prize money or some alternative based on start 
money—we will have a national championship we can really 


shout. about. 


cover picture 


The 1977 Shellsport International Champion, Tony Trimmer, puts 
forward some of his views about British Formula 1 racing in our 
Group 8 seasonal survey which starts on page 20. Here Trim- 
mer’s Melchester F1 Surtees ig followed at Brands Hatch by 
Bruce Allison (F5000 Chevron), Norman Dickson (F2 March), Guy 
Edwards (F1 March) and Brian Henton (F1 Penske). Photo: Jeff 
Bloxham. 


next week 


Special supplement: our annual review of Formula 1 World 
Championship Grand Prix racing—tin colour, F1 McLaren, Lotus 
and Surtees—James Hunt column—Report of the exciting last- 
minute Dublin Bay Grand Prix—Christmas Quiz—Quotes of the 
Year—Private Ear—interview with Fiat rally boss Daniele 
Audetto* 
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pit & paddock 
New BMW to race at Le Mans - 


Bayerische Motoren Werke’s annual 
press conference, in Munich, is some- 
thing to which every journalist looks 
forward. Everything is organised with 
consummate flair and imagination, and 
this year was no exception. 

The purpose of the weekend is two 
fold. First, the season past is reviewed 
and the company’s successful drivers 
rewarded, and second, the following 
year’s competition plans are  an- 
nounced. Perhaps the most surprising 
piece of news from BMW is that they 
will almost certainly race the new mid- 
engined Lamborghini-based car at Le 
Mans next year. Jochen Neerpasch 
pointed out that there is a special GT 
class at the Sarthe, for non-homologat- 
ed cars. The mid-engined car will not 
receive Group 5 homologation until 400 
road-going versions have been built. 
Neerpasch says that these will become 
available next year, and he confidently 
expects the competition copies to con- 
test the GS World Championship of 
Makes in 1979—-which is when we all 
expected to see it for the first time. 
Jochen ‘wouldn’t commit his company 
to running definitely at Le Mans next 
year, but it is highly unlikely that the 
subject would otherwise have been 
raised. The car will be driven by Ronnie 
Peterson and Hans Stuck. 

The same pair will also drive the 
works 320 Turbo in all rounds of next 
year’s World Championship of Makes. 
The car, of course, made its first Euro- 
pean appearance at Brands Hatch this 


r 


year, briefly contesting the lead with 
the works Porsche 935. The tragedy, of 
course, is that, as BMW arrive, so 
Porsche are to cut down their G5 pro- 
gramme. The Zuffenhausen company 
have said the reason for this is that they 
were carrying the championship alone, 
and there was little to be gained from 
racing against each other. Neerpasch 
took a swipe at his rivals: “It is our 
opinion that it’s much more logical, and 
better for the sport, for us as an auto- 
mobile manufacturer to make competi- 
tion for ourselves than to complain 
loudly about a lack of it.”” On the other 


Hobbs—more IMSA for BMW. 


hand, it is easy to see Porsche’s argu- 
ment, too. 

To stir things up a little, therefore, 
BMW will also field four normally aspi- 
rated 320i cars in all G5 rounds in 1978, 
all to represent different countries. 
BMW Sweden, for instance, will run 
Anders Olofsson and Bo Emanuelsson; 
Eddie Cheever and Giorgio Francia will 
drive BMW Italy’s entry, Marc Surer 
and Freddy Kottulinsky the BMW Swit- 
zerland car, and Patrick Neve and 
Alain Peltier will represent BMW Bel- 
gium. They should make for some in- 
teresting confsontations, and Neer- 
pasch says that the national rivalry 
between them is to be positively 
encouraged. 

While the company’s participation in 
the World Championship of Makes is to 
be increased, the reverse is true of the 
German G5 Championship. There is to 
be no BMW Junior team in these events 
next year. However, two cars will re- 
ceive works support, these being the 
320s of the Hohmann-Wurth team (for 
Manfred Winkelhock) and _ the 
Schnitzer team (Harald Ertl). Both cars 
will be powered by turbocharged 1,4- 
litre engines prepared by Schnitzer. 

In America, David Hobbs will con- 
tinue to drive a 320 Turbo in the IMSA 
series, which is to be for G5 cars next 
year. Once again, the car will be en- 
tered and run by McLaren Racing. 

Oh, and a final point. When the mid- 
engined car appears, it will be a BMW, 
not a Lamborghini-BMW. 


Two BMW teams in Formula 2 


“It might be of interest to You that, out 
of 68 Formula 2 European Champion- 
ship races since 1973, no less than 48 
have* been won with BMW engines.” 
This was the impressive statistic with 
which Jochen Neerpasch introduced 


BMW’s F2 plans for next year. And 
ambitious they are. 

For Ron Tauranac, the news is rather 
sad. Ron Dennis, whose Ralts had such 
a successful time this year, particularly 
in the hands of Eddie Cheever, will not 


Cheever (in car) and Hoffman—BMW Challenge Feam. 


be running Tauranac’s cars next year. 
He and his organisation now become 
the BMW Challenge Team and, bear- 
ing in mind the German company’s 
close ties with March over the past five 
years, this means a switch to the Bices- 
ter cars. The driving personnel remains 
the same: Cheever and Ingo Hoffman. 
One of the team cars was on display at 
the press conference, and mighty im- 
pressive it looked, painted in the fam- 
ous BMW stripes. Mind you, it will be a 
signwriter’s nightmare if skirmishes 
lead to frequent redecoration! 

The BMW Junior Team title will 
reappear next year, but in Formula 2 
rather than G5 racing. And there will 
be no less than three cars in this outfit, 
to be known officially as the BMW 
Polifac Junior Team. The drivers here 
are Bruno Giacomelli, Marc Surer and 
Manfred Winkelhock, and the team will 
be managed by none other than Robin 
‘Herd. At every F2 race, therefore, 
BMW will be officially represented by 
five cars! Could be a ‘steamroller situa- 
tion’ here. 

Before dinner was served on Satur- 
day, it was prize-giving time. Drivers 
who race BMWs, wherever they be and 
in whatever class or championship, are 
eligible for points in the BMW Sport 
Trophy, a lucrative championship 
which offers a really worthwhile incen- 
tive to race the German cars. This year, 
the winner was Belgium’s Jean Xhence- 
val, followed by Pierre Dieudonne and 
Dieter Quester. The highest placed 
British driver, as last year, was Derrick 
Brunt, who won the British Radio Pro- 
duction Saloon Car Championship with 
his 3.0Si. He was sixth overall. 

In case you were wondering, by the 
way, BMW are unequivocal about 
Formula 1: they will mor be getting 
involved, and were at pains to make it 
clear. Pity 


edited by Nigel Roebuck 


Clay is 
undecided 


From what we heard at the weekend, it 
seems certain that Clay Regazzoni’s 
works Ensign will be part-sponsored by 
Marlboro next season, although there is 
no official confirmation as yet. The 
Swiss has, of course, had a personal 
contract with Marlboro for some years. 

On the aeroplane from Munich to 
London (after the BMW Press Confer- 
ence) was Hans Stuck, on his way to 
Northampton to see Don Nichols. ‘‘Ob- 
viously, I need to know exactly what is 
happening. If there is to be no drive for 
me, I have to make a decision quickly. 
But I think it will be all right’. The 
German was obviously hopeful of a 
reconciliation between Nichols and 
Oliver, but there seems to be little 
chance of this at the moment. ‘“‘Well, I 
have a meeting this week with Clay 
Regazzoni, who may be my new team- 
mate!’’ But we thought Clay was driv- 
ing for Ensign again. . 


No Mirage 
for Mario 


‘“‘As far as ’m concerned, he’s certainly 
the greatest driver in the world.” John 
Wyer was talking about Mario An- 
dretti. 

Wyer, who now lives with his wife in 
the South of France, came up to Paris 
on Monday for the Renault Press Con- 
ference and luncheon. John desperately 
wanted Mario to drive one of his Mi- 
rage-Renaults at Le Mans next year. 
Victory in the French classic is some- 
thing Andretti has always wanted, and 
he was keen initially to accept Wyer’s : 
offer. However, he has now regretfully 
turned it down. 

“The problem is one of time,” said 
Wyer. “He is so much of a professional, 
and he said he didn’t want to drive in 
the race unless he could take part in the 
testing and development of the car. 
And he is so committed to Formula 1 
next year that he just won’t have the 
time. He has removed everything but 
the three 500-mile USAC races from his 
schedule so as to concentrate on win- 
ning the World Championship. I’m sor- 
ry he won’t be driving for us because, 
apart from anything else, his mere pres- 
ence would have injected so much en- 
thusiasm into the team. But I respect 
his reasons for turning down the drive. 
Another driver might well have skipped 
the testing, turned up for the race, 
taken my money and disappeared. But 
Andretti has too much mtcege=mty for 


cy 


| that ~ 


Lotus 79 
on test 


Late on Tuesday afternoon, the new 
John Player Lotus 79 ran for the first 
time, in the hands of Mario Andretti. 
The car, which was finished only hours 
earlier, did just seven shakedown laps, 
and Mario was thrilled with it, saying 
that it felt very agile and ‘right’. 


Monsieur X, our French spy, reports 
that the new car is very beautiful. From 
the cockpit forward, it is very similar to 
the 78, apparently, but the rear is 
completely different, the DFV totally 
hidden by bodywork. The car was also 
fitted with the new Getrag gearbox, but 
there was nothing ‘trick’ about it, the 
car having a normal clutch pedal. In the 
course of tooling round, Mario did 1m 
16.0s, and was due to start serious 
testing on Wednesday. 


Earlier in the day, Andretti was out 
in the two 78s also taken down by the 
team. One car was equipped with the 
new gearbox and revised rear suspen- 
sion, the other conventional, save for a 
great deal of electronic equipment. 
Mario recorded 1m 9.8s with the 78, 
and the car was also driven by Ronnie 
Peterson. Oh yes, Jackie Stewart also 
got in it, quickly getting down to 1m 
11.6s.... Further details of the new 
car will appear next week. 


Hill Trophy 
to Watson 


At the BRDC’s Golden Jubilee Annual 
Dinner & Dance at London’s Hilton 
Hotel recently, John Watson received 
the Graham Hill Trophy, which is 
awarded to ‘The most outstanding Brit- 
ish Formula 1 driver in 1977’. James 
Hunt, meanwhile, received the 1977 
BRDC Gold Star and the Seaman Tro- 
phy for the highest points scored by a 
British driver in overseas races, plus the 
Wakefield Trophy for the fastest lap of 
the year on the Silverstone Grand Prix 
circuit. 


Alan Jones received the club’s presti- 
gious Bruce McLaren Trophy (the 
Commonwealth driver with the most 
meritorious performance in 1977) for 
his victory in the Austrian Grand Prix, 
and Gerry Marshall the ERA Club 
Trophy for the British driver with the 
best performance outside the UK (ex- 
cluding Grands Prix) for his fine result 
in the Spa touring car race. 


The excellent Le Mans effort now 
annually mounted by Alain de Cadenet 
was recognised by his award of the 
Nigel Moores Trophy for the private 
entrant with the most meritorious per- 
formance, and de Cadenet and his co- 
driver Chris Craft also received the 
Woolf Barnato Trophy for the highest 
placed British drivers at Le Mans. The 
two Chris Bristow Trophies went to 
John Morrison (fastest lap on the Sil- 
verstone club circuit) and to Rad Dou- 
‘gall (most promising young driver at 
Silverstone during the season). 


Finally, the 1977 BRDC Silver Star— 
which embraces international races out- 
side Formula 1—was awarded to British 
Saloon Car Champion Bernard Unett, 
and all the BRDC Silverstone cham- 
peomships winners also picked up them 


tropinses. 


Top: Carlos Reutemann was enthusiastic about his Ferrari 312T3 at Paul Ricard. Centre: Didier Pironi has been very impresstve 
in the Tyrrell P34, lapping the car almost as quickly as Depailler. Above: Another man to raise eyebrows was Patrick Tambay, 
who recorded 1m 8.9s in the McLaren M26 a couple of weeks ago. Below: Emerson Fittipaldi in the revamped Copersucar found 


k at Ricard 


the car more agreeable than before, but has yet to set a competitive time. 


Lole, Laffite quic 


Paul Ricard is a very busy place at 
present. Ferrari were down there last 
week, Carlos Reutemann getting the 
new 312T3 round the long circuit in a 
very respectable 1m 47.09s. This is only 
a tenth of a second from Lauda’s re- 
cord, and Lole’s time was set on a very 
cold day. Ferrari’s four days were large- 
ly wiped out by persistent rain, but 
Carlos said he was pleased with the new 
car, which is already quicker in a 
straight line than the T2. The older cars 
will be used in South America, 
however. 

Patrick Depailler was also down 
there with the Tyrrell 008, busy denying 
all those stories we’ve heard about 
chassis flexing. ‘‘No, the car is really 
good. We took it back to England to 
sort out a troublesome fuel system, and 
to strengthen the front suspension pick- 
up points. Nothing else.’’ Patrick set a 
im 10.1s on hard tyres, so there can’t 
be much amiss. 

With the Ligier’s rear suspension re- 
vised, Jacques Laffite was very pleased 
indeed. New valve springs had also 
improved the Matra’s power, and Laf- 
fite went round in 1m 9.9s on hard tyres 


on Tuesday afternoon. 
Niki Lauda is expected on Saturday 
to drive the Brabham BT46 for the first 


Game 
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enault: first Le 
Mans, then F1 


At a press conference in Paris on Mon- 
day, Renault Competitions Director 
Gerard Larrousse outlined the French 
company’s plans for next season. 

Renault’s obsession with Le ‘Mans 
continues, and this is easily understood, 
Victory in the 24 Hours must mean 
more to the Francais dans la rue than 
any other motor sporting achievement. 
They came terribly close this year, and 
there were doubts at one time that 
another attempt would be made. 
These, however, were quickly dis- 
pelled, and four works cars will be 
entered, crewed by Jean-Pierre Jabouil- 
le/Patrick Tambay, Patrick Depailler/ 
Jean-Pierre Jarier, Jean-Pierre Jaus- 
saud/Derek Bell and Didier Pironi/ 
Jean Ragnotti/Guy Frequelin. In addi- 
tion, John Wyer will again run a pair of 
Mirage-Renaults (one of which finished 
second this year) for Jacques Laffite/ 
Vern Schuppan and Sam Posey/Michel 
Leclere. This year, Jarier drove for 
Mirage and Laffite for Alpine. The 
switch occurred because the Mirages 
are part-sponsored by Gitanes, who 
back Laffite in Grand Prix racing, of 
course. 

During the conference, an excellent 
film of this year’s race was shown. One 


aspect of Renault’s competition in-" 


volvement which we very much like is 
the refreshing frankness with which 
they admit their failures. The race, 
after all, ended disastrously for them, 
and we can think of several companies 
who would have scrapped the film in 


those circumstances. But they make no - 


excuses, even showing the Porsche vic- 
tory parade. In another film shown, we 
saw close-ups of shattered pistons etc 
taken from the F1 engine at various 


stages of the season. A company which | 


is prepared to bare its soul like this 
must be pretty confident of eventual 
success. 

For the first half of the season, then, 
Le Mans takes priority, after which the 
F1 car will receive all the team’s atten- 


tion. Indeed, Larrousse confirmed our 
story of last week: Renault will definite- 
ly not be going to South America. A 
recent story in the French press suggest- 
ed that another 60bhp had been found 
from the engine since the end of the 
season. Larrousse wouldn’t confirm the 
story, but did allow that good progress 
had been made in that direction. The 


’ main problem, however, is reliability. 


He confirmed that Renault would again 
run on Michelin tyres, and said they 
were delighted that Ferrari would be 
working with the French company: pro- 
gress would be quicker. For 1978, Ja- 
bouille would drive the car again, but it 
was hinted that a two-car team would 
be run in 1979. 

While in Germany over the weekend, 
we heard a story that Renault had made 
an offer to Tony Southgate. Several 
Renault personnel were asked about 
this on Monday, but no official com- 
ment was made. “But surely he is 
working for Shadow, no?” said the 
delectable Marie-Claude Beaumont, 
beaming innocently... 


Larrousse—optimistic. 


Two works Lolas 


in F3 next year 


Lola Cars are to run a two car Formula 
3 team next year, contesting primarily 
the two British-based championships 
(sponsored by BP and Vandervell) al- 
though the cars will also be taken to as 
many foreign races as possible. No 
drivers have been named as yet, al- 
though one has been signed for the 
season. Meanwhile Lola are looking for 
a second driver with some backing at 
present. 

The new chassis, designated the 
7670, will run basically the same tub as 
the new FSV car announced a couple of 
weeks back, and much of the suspen- 
sion testing for the car has been carried 
out by FF graduate Nigel Mansell and 
Lola Sales manager Mike Blanchet on 

‘the existing ‘works development’ car. 
Aerodynamics will be much.the same as 
on the revised 1570, which was im- 
proved dramatically since Mansell took 
over the driving for the last few races of 
the year, and response so far has been 
good. for five F3 orders have been 
received already. If sufficient finance 
can be found. Blanchet will also run 2 


On_the Formula 2 front, both Bruce 
Allison and Bob Evans are said to have 
driven a development of the glorious- 
sounding Abarth-powered T560 which 
appeared briefly in the hands of Ro- 
berto Marazzi at Silverstone earlier in 
the year. Apparently the engine is now 
far more reliable, although it is believed 
that the car-was shunted in one of the 
Snetterton sessions recently, having 
suffered camshaft oil seal troubles pre- 
viously to that. Handling has also been 
worked on, and this is now said to be 
most satisfactory. 

The T580 FF2000 car is almost ready 
for testing now and it is based upon the 
latest T540 chassis which Blanchet has 
raced in FF1600 since October. A T497 
sports car is also available for hillclimb 
use/American sports car racing, and 
this is based upon the T490/492 sports 
2000 chassis but features rear aerofoil, 
lights and so on. A few have gone to 
European hillclimb drivers who have 
had great success in the cars, while one 
has taken an SCCA run-off in the 
States. powered by a 180bhp Cosworth 
BDH eat. 


‘Serra—March-Hart: 


Chico's F3 


Who will be the next potential superstar 
to come from Formula 3? This year, 
Derek Daly has been the man, and next 
year it could well be that Chico Serra’ 
will emerge as the man to beat. 

The young Brazilian has a deal going 
which would make any young driver 
green with envy. He will drive a March 
783 for Ron-Dennis’s Project 4 team, 
and the car will be powered by Toyota 
engines developed and prepared, exclu- 
sively, by Brian Hart. 

Serra will have two cars at his dispos- 
al at every race next year, and three 
engines have been ordered. The Team 
Manager and crew chief will be Jimmy 
Tully, Eddie Cheever’s personal me- 
chanic for the last couple of seasons. 
Serra’s considerable talent should com- 
plement his outfit perfectly, and he 
could well take a lot of stopping in 
1978. 


Pirelli 
F1 tyres? 


While Ferrari continue with their 
Michelin testing at Paul Ricard, the 
story may not be quite over. There 
seems to be no doubt that they will run 
on the French tyres next season, but a 
Monsieur X told us in Paris that we 
shouldn’t be surprised to learn in the 
future that the Italian team was also 
trying some new rubber from Pirelli! 
We had no idea that Pirelli were con- 
templating this sort of move, but the 
information came from someone who 
really should know. . 


Fuji off 

Recently we reported that the Tokyo 
Broadcasting Corporation (due to of¢ 
ganise the Japanese Grand Prix next 
year) had requested a change of date, 
from April 16 to October 22. But the 
CSI has now announced that the race is 


cancelled, and there seems to be no 
possibility of running it in 1979, either. 


ation and the Tokyo Broadcasting Cor- 
poration have been unable to reach 
agreement on the organisation of the 
race, and the basic problem appears to 
be financial. 

The race now cancelled, we find it 
hard to believe that another Japanese 


able future. Within the ranks of the 
drivers and mechanics, its passing will 


Tokyo at the end of the season w 
something few people enjoyed. 


- international 


‘The Japanese Automobile Feder- 


Grand Prix will be held in the foresee- 


not be lamented. The long slog out to 


Ferodo 
honour 


Wolf 


The Ferodo Trophy for 1977, awarded 
annually by an independent panel for 
the Commonwealth’s most outstandimg 
contribution to the sport of motor rac- 
ing, has been presented to Walter Wolf 
Racing. At a ceremony at the Dorches- 
ter on December 6, the panel Chairman 
Ray Hutton announced the award, 
which went to the team for “‘exception- 
al achievements in their first year of 
Grand Prix racing.” 

It was emphasised that the Wolf team 
is the only one in Formula 1 which is 
privately financed, and that they had 
set an example to many others involved 
in the sport this year. Coming second in 
the World Championship is an excellent 


-achievement indeed, but Walter Wolf 


Racing also earned the rare distinction 
of winning a Grande Epreuve with a 
new car on its first outing. Wins at 
Monaco and Canada, plus two second 
places and four thirds, also came in this 
outstanding year, with Jody Scheckter 
at the wheel of the Canadian business- 
man’s Harvey Postlethwaite designed 
WRI1. 


All change 
atRAC 


Motor racing’s governing body has 
broken away from the RAC to form the 
RAC Motor Sport Association Ltd., a 
new company that should be registered 
by the end of the week. This financially 
separates what has been known as the 
Motor Sport Division from the other 
RAC off-shoots. 

Directors of the new company wilt 
include members of the RAC Motor 
Sports Council, committee chairmasm 
and the chairman of the SMM&T 
committee. One of the first tasks of the 
new board will be to investigate the 
purchase of 31 Belgrave Square, where 
it is currently based. 

The only direct effect of sport im 
Britain that is immediately noticeable its 
that licence application forms have 
been delayed. Belgrave Square will be 
closed the week after Christmas, but 
will deal with priority applications for 
licences. Any British ~ 
drivers competing during the first halt 
of January can fill in their forms and 
hand them—and the licence fee—to the 
Secretary of the Meeting. If they have 
received no form, the Secretaries will 
hold them at the meetings. Fees have — 
been increased (see Sports Extra). 


RAC awards 


The 1977 RAC National Championsiap 
Awards Presentation took place at the 
RAC in Pall Mall on December 6. The 
premier award, that for the ove 
winner of the Tricentrol British _ 
Car Championship, went to a deligi 
Bernard Unett for a third time, 
other awards were received by Rich: 
Lloyd (third overall and first in Class© 
and Tony Dron (runner-up and wit 

of Class B). Gordon Spice could not 3= 
present to receive the Class A spouls 
Des O’Dell collected the Manufactur- 
ers’ Prize on behalf of the Chrystie 
Competitions Department, for whe 
Unett has driven throughout the 
season. 


Divina Galica sits aboard the blue and yellow Hesketh while (left to right) Werner 


Teuffel and Barry Taylor of Olympus, Bubbles Horsley and Lord Hesketh look on. 


Divina’s F1 Hesketh 
drive confirmed 


As exclusively forecast in last week’s 
AUTOSPORT, Hesketh Racing will con- 
tinue in Grand Prix racing next year, 
running an updated 308E. The car will 
be sponsored by Olympus Cameras 
Europe, and driven by Divina Galica. 
It is the team’s intention to take part: 
in the entire World Championship, be- 
ginning with Argentina on January 15. 


One notable revision on the car is the 


Seater ad 


pute 2 


bi-plane rear wing. 


Divina has already driven the car, of 
course, on a damp day at Snetterton, 
and says she is happy with it. She will go 
to Argentina on January 5, and hopes 
to get a lot of testing done out there. 
There are few changes to the car, of 
which two new examples are being 
built. Both will be taken to each race, 
but there is no question of racing both. 


pit & ce“ cock "=" 
‘Entries needed for 


Dublin Bay GP 


Very late in the day, the Dublin Bay 
MC & AHDC (Motor Car & After- 
Hours Drinking Club) have contacted 
us to ask for our help in drumming up 
some. entries for a pre-Christmas For- 
mule Libre race which they have decid- 
ed to run on a makeshift circuit at 
Dublin Bay. 

The decision to run the Dublin Bay 
Grand Prix was taken only last week, 
when club secretary Seamus Flynn hur- 
riedly contacted local dignitary the Earl 
of Meath & Most of Mayo to obtain a 


. sanction for the event. A number of 


leading Irish drivers have been in souch 
with Flynn and indicated their willing- 
ness to take part, since the club hope to 
stage a full World Championship Grand 
Prix on the Dublin Bay track on St 
Patrick’s Day next year. However, 


since Mr Flynn does not yet know how 
he is going to mark out the circuit, he is 
afraid that they might lose their way 
unless there are some English drivers 
they can follow for a little while. 

The race will take place next Satur- 
day (December 17) after practice to- 
morrow (Friday) at Phoenix Park, 
which the Irish drivers know well. Mr 
Flynn has asked us to say that he will be 
in London for the rest of the week and 
will accept entries in the snug bar of the 
Shamrock & Shillelagh in Kilburn until 
Sunday. 

One of our Irish reporters, Maurice 
Hamilton, will report on the Dublin 
Bay GP in next week’s issue. For those 
interested in taking part, Mr Flynn has 
given us the regulations. 


GRAND PRIX DE DUBLIN BAY 


The circuit will be approximately a couple of miles 
long except on Friday (Market Day) when the market 
square will be full of cattle and practice will be held at 
Phoenix Park instead. & 

Lap record: Rory ‘Spinner’ O'Dron’(V7 Dumper), 
4m 71.4s. 

Scrutineering will be carried out by Seamus Flynn in 
the back yard of Kelly's Bary any time after opening 
time. All cars must conform to Adenoid J of the FIA 
Green Book and the following points should be 
noted: 


A) All cars to be right-hand drive single-seaters. 

B) Turbocharging not permitted as Mr Flynn does 
not know what this means. 

C) Alcohol-based fuel is permitted. (Mr Flynn 
doesn't know what this means either but says 
it sounds like a nice idea). 

D) Fuel Injection or Carburettors are permitted 
but Normally Aspirated engines are banned. 


Notes: 

1) Flame-proof wellies will be provided; only one 
size available. (Drivers who find the boots too 
tight are advised not to wear them until they get 
used to them.) 

2) Practice times will be given in GMT. 

3) 20ft starting handles will be provided for those 
cars with rear engines. 

4) There will be a pre-race warm-up on Saturday 
morning unless it is wet, when the warm-up will 
be held on Friday morning. 


Flag signals: 


Brown (Waved) 
_ White with brown marking (Held) 
White with brown marking (Waved) 
Red with Guinness emblem (Held) 
Red with Guinness emblem (Waved at 
random) 
2 Marshals waving ditto 
Green (Waved) 
Biack with number (Held) 
Red (Waved) 
Purple and yellow (Heid) 
‘Purple and yellow (Waved) 


EXCITING STUFF... 


THIS NEW BRITISH F.1 SERIES 15 


... THERE'S SucH A BIG DEMAND FOR 
OLD GRAND PRIX CARS THAT.... 


5) To avoid first-lap accidents, the race will com- 
mence on lap 2. 

6) Any non-starters will receive a ten-second 
penalty. 

7) Anyone found cheating during the race will 
forfeit their practice times. 

8) During the ‘Holy Hour’, drivers are requested to 
engage neutral and free-wheel past the Chapel. 

9) At haif distance, the Dublin Bay Mounted Foot 
Girl Pipers will play on the starting grid. 

10) in the event of a civil commotion, competitors 
should proceed to the greyhound stadium and 
race there until Opening Time. 

11) In the event of ‘Bad Light’ team personnel may 
be called upon to help bump-start the city 
generators. 

12) The winner will take the chequered flag twice— 
to be sure, to be sure. 

13) Fire fighting will be handied by modern appli- 
ances on loan from the GLC. The Dublin Bay 
engine, due to age, will only be used for false 
alarms. 

14) Drivers must stop for a voluntary random breath 
test in Slattery’s car park. Anyone found not to 
have been drinking will be deemed to be without 
the spirit of the meeting and will be disqualified 
forthwith. 

15) The winner will receive a magnum of Guinness 
from Moet & Shannon. 

16) Points will be deducted if the winner either 
sprays the stuff over the crowd or stomps off 
early without buying a round. 


Dung on the track . 

Dublin Bay Dung Collection vehicle on the track 

Dublin Bay Dung Collection vehicle is trying to pass you 
Driver ahead is drunk S 

Marshal is drunk 


You're drunk. Keep going 

They're open 

It's your round. Stop at once 

Last orders 

No significance whatsoever 

Still no significance—but watch out, just in case 
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by Barry Foley 


~ MARCH ARE THINKING OF MANUFACTURING 
SECOND HAND CARS. 


Eevee, 


hooh reviews “ire 


AUTOCOURSE 1977/78. Edited 
by Mike Kettlewell. Published by 
Hazleton Securities. Hardback 
(244pp), £9.95. 


Well, they did it again. Once more 
Autocourse is out well in time for 
Christmas, and the new edition 
remains very competitively priced 
in the annuals market. 

This particular annual is beauti- 
fully put together by Mike 
Kettlewell, and seems to get better 
every year. He has followed the 
well-established format which has 
put Autocourse among the leaders 
in its field, and as ever the fore- 
word comes from the new World 
Champion, Niki Lauda. The annu- 
al reviews cover all the major inter- 
national categories, including 
Formula 1 (by Peter Windsor), 
Formula 2 and Groups 5/6 (Jeff 
Hutchinson), Le Mans and Group 
2 (Bob Constanduros), Formula 3 
(Ian Titchmarsh) and Group 8 
(David Hodges); Gordon Kirby re- 
ports on the USAC, NASCAR, 
IMSA and CanAm series in the 
USA. 

Autocourse, naturally, majors on 
the Formula 1 scene, and there is 
detailed reporting (by Nigel Roe- 
buck and Jeff Hutchinson) accom- 
panied by a wealth of data on every 
race, plus very detailed specifica- 
tions of all the cars which took 
part. There are appreciations of 
Tom Pryce and Carlos Pace by 
Mike Doodson, Alan Henry inter- 
views the World Champion, and 
Doug Nye traces the story of 
Goodyear’s 100 Grand Prix 
victories. 

The whole is most ably strung 
together by the editor, who once 
again presents his ratings of the top 
ten drivers; for the third successive 
year, Niki Lauda receives the acco- 
lade of being the number one 
choice. The results section at the 
back of the book is remarkably 
comprehensive, but what is out- 
standing about the latest edition is 
the quality of the photography, 
which sets a standard which the 
more expensive annuals—when 
they are: published—surely cannot 
exceed. This year there are 36 
colour pages, and there are over 
400 monochrome illustrations. 

Get in there before it sells out 


again. 
QDS 


MOTOR RACING YEAR. 1978 
Edition. Edited by John Biuns- 
den. Published by Motor Racing 
Publications. Softback (136pp), 
£3.80. 

An annual is an annual is an annu- 
al, and, although it is a smaller 
book, it is no less of an achieve- 
ment that John Blunsden has pro- 
duced Motor Racing Year4or publi- 
cation at the same time as 
Autocourse. 

This is for the man whose enthu- 
siasm for motor racing does not 
extend quite as far as a tenner, and 
it too is very competitively priced. 
Naturally there are fewer facts in 
Motor Racing Year, but all the 
important ones are here, and some- 
thing this book has which is absent 
from other annuals is a useful re- 
view of the 1977 national racing 
season (badly researched, though). 
One again, there is an extensive 
results section and each Grand Prix 
merits its own report, and the pho- 
tographs are excellent, although 
the colour is confined to the glossy 
laminated covers. There is a 
lengthy review of the rest of the 
international scene (by Jeff Hutch- 
inson), and Blunsden has featured 
Walter Wolf Racing, the brand 
new F1 team which gave Cosworth 
their 100th Grand Prix triumph. 

Perhaps the best part of a book 
which is easier to read than others 
of its type is Blunsden’s own intro- 


duction, the motor racing corre- | 


spondent of The Times putting 
down his own views on what he saw 
as an “‘irresponsible”’ season. If you 
take a responsible attitude, you 
cannot but agree with him. 

QDS 


THE HISTORY OF MOTOR RAC- 
ING. By William Boddy. Pub- 
lished by Orbis Publishing. 
Hardback (316pp), £7.95. 

What a vast and intricate sub- 
ject . . No one can hope to cov- 
er it in one volume, but this fine 
book probably comes as.close as it 
is possible to get. 

The author begins at the begin- 
ning—in 1894—and works his way 
methodically and very informative- 
ly through to the present day. As 
much attention is paid to technical 
innovation as to significant events 
and drivers, and this helps to make 
the book into a very pleasing 
whole. 

With no offence to the outstand- 
ingly high standard and thorough- 


mess of the text. however. it must 


The History of 


be said that the book owes much to 
the wonderful illustrations. There 
are more than 500, a great many of 
them in colour, and they include 
some very fine contemporary pho- 
tographs as well as a selection from 
the cream of the world’s motor 
racing artists. It is a pity that the 
book starts off with a serious mis- 
take (the transposition of photo- 
graphs of Tazio Nuvolari and Giu- 
seppe Campari opposite the 
contents page), but this detracts 
but an iota from its overall worth. 
This is necessarily a concise his- 
tory of motor racing, but it is a very 
valuable and readable one, and an 
absolute must for every enthusiast. 
We recommend it thoroughly and, 
like several books among our 
Christmas selection this year, draw 
attention to its remarkable value 


for money. aps 


FORMULA 1—The Art and Tech- 
nicalities of Grand Prix Driving. 
By Niki Lauda. Published by 
William Kimber. Hardback 
(248pp), £8.95. 

This is an important book, exactly 
the sort of volume one would ex- 
pect from Niki lauda. It does not 
concern itself.with the Austrian’s 
career as such, but concentrates 
mainly on the reasons for his fan- 
tastic success since the end of 1973, 
when he joined Ferrari. 

About 20 years ago, the great 
Piero Taruffi wrote a book about 
the practical side of race driving, 
and it has always been considered 
the standard work on the subject. 


Lauda himsif admits to being high- 
ly impressed by it, and this is, in 
many ways, a modern equivalent. 

Much of the work is concerned 
with the testing and setting up of a 
modern F1 car, and this is ex- 
plained more clearly and complete- 
ly than in any other book I have 
read. This is clearly where Lauda 
takes his pleasure from motor rac- 
ing. To spend a rewarding day at 
Fiorano obviously means more to 
Niki than an easy GP victory. The 
race itself seems almost incidental. 

The book opens with an inter- 
view with Lauda, carried out some 
little time ago. He is not an emo- 
tional man, had no interest in rac- 
ing before the day he got involved 
himself, does not regard the heri- 
tage of the sport as important. You 
would not expect Niki to have fav- 
ourite circuits, for example, and he 
does not. If there are certain tracks 
you like, then it follows that you 
will like others less, which will put 
you at a psychological disadvantage 
when you get there . 

The book was available abroad 
for about a year before the English 
edition was published, and conse- 
quently many of the photographs 
are dated. The updating of some of 
the material is somewhat slipshod. 

There are flaws in the presenta- 
tion, then, but the text is fascinat- 
ing. For all serious Formula 1 en- 
thusiasts, it is essential reading. 


FERRARI 


FORMULA 1 CARS 


JONATHAN THOMPSON 


THE FERRARI FORMULA 1 
CARS 1948-1976. By Jonathan 
Thompson. Published by Patrick 
Stephens (orig. USA, Aztex 
Corp). Hardback (192pp), £15.95. 
There are many so-called ‘stan- 
dard’ works on this subject, and 
this must be counted among them. 
It deals, as the title suggests, with 
every Formula 1 Ferrari since the 
125, three of which made the F1 
debut of the marque at Valentino 
Park in Turin in September, 1948. 
There is a detailed specification of 
each model and a line drawing, 
followed by many excellent photo- 
graphs (some of them in colour) of 
the cars in action, with long de- 
scriptive captions. All significant 
changes in specification are scrupu- 
lously recorded by the American 
author—a lifelong Ferrari enthusi- 
ast—including many Maranello 
projects which were tested but nev- 
er raced. [It is expensive, but the 
494 photographs more than ease 
the blow to the Ferrari freak 


ee 
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AMERICANS AT LE MANS. By Al 
Bochroch. Published by Patrick 
Stephens (orig. USA, Aztex 
Corp). Hardback (224pp), £15.95. 
This book was titled for the Ameri- 
can market (and written by one of 
the USA’s leading motor racing 
journalists, for whom Le Mans has 
been a passion for many years), 
and is subtitled ‘‘An illustrated his- 
tory of the 24-hour race from 1923 
to 1975 with emphasis on American 
drivers and cars’. In fact, of 
course, it is not possible to treat Le 
Mans in detail without emphasising 
the massive efforts over the years 
of the great European teams, and 
Bochroch bounces the Americans 
off these. 

He has covered Le Mans since 
the fifties, for various magazines in 
the States including Autoweek and 
Car & Driver, and much of the 
material contained in this profusely 
illustrated book is_ refreshingly 
anecdotal, telling of his exper- 
iences and conversations when at 
work at the Sarthe. 

The foreword is by Briggs Cun- 
ningham, and Bochroch’s own love 
of the place comes through superb- 
ly well. He finishes a fine work with 
a definition from an English dictio- 
nary: ‘“‘Le Mans: a city in and the 
capital of Sarthe, in NW France; 


auto racing.” 
QDS 


AUSTIN HEALEY. By Geoffrey 
Healey. Published by Wilton 
House Gentry. Hardback 


(256pp), £7.95. 
Production of the big Healey 
ceased in 1967, but the popularity 
of this real sports car has diminish- 


ed not at all. In fact, there is an 
ever-growing Healey cult, em- 


bodied in the establishment of at 


least 30 official clubs in many coun- 
tries. The author and his father, 
Donald Healey, have frequently 
been exasperated by the incorrect 
information which has been pub- 
lished about the marque, and now 
Geoffrey has taken the best step to 
counteract this by writing a book 
about the cars himself. 

He makes it an entertaining 
read, too, covering all the cars 
from the original 100 (introduced 
as the Austin-Healey in 1952) 
through the 100S, 100M, 100 Six 
and the evergreen 3000. The Hea- 
leys enjoyed very considerable 
competition successes in various 
guises, and these are all included. 
The whole is illustrated by an ex- 
cellent selection of photographs, 
several of them in colour. 

QDS 


Th 
Encyelopedia of 
the World's 


Atechnix: 
directory of 

magnificent 
1900 


THE ENCYCLOPAEDIA OF THE 
WORLD’S CLASSIC CARS. By 
Graham Robson. Published by 


Salamander Books. Hardback 


(248pp), £5.95. 


This is a lovely great big picture 
book, beautifully printed and with 
over 350 colour photographs and 
paintings by Gordon Davies, Ken- 
neth Rush and others (some of 
which we have seen already in 
Profiles). These are so stunning 
that ome hardly needs to read the 
text, although as this is Graham 
Robson’s_ responsibility it is all 
clear, accurate stuff apart from the 
odd captioning error (probably the 
production man’s fault). 

By current standards this book is 
excellent value, although its ency- 
clopaedia title is misleading—it 
cannot and does not include ever- 
ything. And the choice (over 260 
cars are included) is sometimes a 
little subjective: I wouldn’t have 
thought the Lancia Beta a classic 
yet, but some recent worthies like 
Gordon-Keeble do not rate a 
mention. 

Nevertheless the range is pretty 
broad, from Aquila Italiana to 
Austin-Healey 3000, from Lozier 
Type 1 to Lotus Elite (both typés), 
from Stutz and Steyr to Pegaso and 
Porsche. A very pleasant volume. 

SFGT 


WE AT PORSCHE. An Autobio- 
graphy of Ferry Porsche with 
John Bentley. Published by 
Haynes Publishing Group. Hard- 
back (290pp), £5.95. 

Ferry Porsche, now 68, is the only 
son of Ferdinand Porsche, and he 
joined his father’s design company 
in 1933 to begin a career which was 
to place him at the head of a huge 
automotive empire. His autobiog- 
raphy provides fascinating reading 
for the enthusiast, for the name of 
Porsche cannot be divorced from 
the subject of international motor 


‘sport. 


Following the story of the Auto 
Union Grand Prix cars and the 
Volkswagen saloons immediately 
before World War II, the book 
covers the remarkable aspects of 
the German war effort in which the 
Porsche company was involved, 
and the return of Porsche to com- 
petition after the cessation of hos- 
tilities. Then, of course, there is the 
story of the growth of Porsche as a 
force on the world car market, and 
the classic sports-racing cars which 
have helped to make the name 


famous. 
QDS 


PORSCHE—Double World 
Champions, 1900-1977. By Rich- 
ard von Frankenberg and Mi- 
chael- Cotton. Published by 


Haynes Publishing Group. Hard- 
back (280pp), £8.95. 

Ferry Porsche, and his father, are 
of course also two of the leading 
personalities with which this book 
deals. The first part, of 32 chapters, 
is the work of the late Richard von 


Frankenberg, the well-known 
Porsche historian, and was origin- 
ally published by Foulis as Porsche. 
The Man and his Cars, It covers, in 
massive detail, the whole of the 
pre-911 era, and all you need to 
know about that period is there 
The same applies to the second. 
nine-chapter section of the book. 
newly written by Mike Cotton, whe 
has also updated the first section im 
its entirety. 

Cotton has always been a great 
Porsche fan, and it shows. He has 
not only covered the famous pro- 
duction cars—911, 914, 924, 928— 
but also, of course, the racing ma- 
chines which have taken Porsche to 
the top in international motor 
racing. 

All the facts are here about the 
single-seater Porsches and the 904, 
906 (Carrera 6), 910, 917, 935 and 
936 series, and this section is par- 
ticularly well photographed (all 
monochrome). Cotton’s enthusi- 
asm for the’sports car classics of the 
early seventies comes across very 
strongly, and each and every read- 
er will wring his hands at the mem- 
ory of what international sports car 
racing used .to be in the wonderful 
days of the Porsche 917 and Ferrari 
512 battles. The CanAm series is 
also expertly covered, and you will 
finish in the book in angry mood at 
race organisers who have been 
largely responsible for the passing 
of a memorable era of motor racing 
so recently lost. Cotton’s own en- 
thusiasm for the current era of the 
935 and 936, however, remains 
largely undiminished, and it is his 
devotion to the marque which 
makes the book such a good read. 


QDS 


The Fabulous 
-PORSCHE 


FABULOUS PORSCHE 917. By 
Peter Hinsdale. Published by 
Patrick Stephens (orig. USA, 
Haessner Publishing). Softback 
(112pp), £5.20. = 
Haessner have published a second 
edition of this book, now available 
in the UK through PSL. It is a very 
well illustrated account of the most 
exciting sports car series ever 
raced, and deals with every model, 
from the frightening early cars to 
the immensely powerful CanAm 
machines which, in the eyes of the 
promoters, destroyed the Amen- 
can series because they were, quite 
simply, invincible. 

In all, more than 50 Porsche 917 
racers were built, there have been 
nine distinct versions of the engmme 
(including the never-raced 16-cylin- 
der), and over 20 variations on the 
bodywork. 

The era of the 917 can never be 
repeated—if you missed it, recap- 
ture some of it here- 

QDS 
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THE SCHLUMPF OBSESSION. . 
By Denis Jenkinson and Peter 
Verstappen. Published by Ham- 
lyn Publishing Group. Hardback 
(190pp), £6.95. 

This time last year, a select group 
of people had the only knowledge 
of one of the world’s most fabulous 
private collections of historic motor 
cars, built up over 25 years by two 
brothers, industrialists in northern 
France with a passion for secrecy 
and seclusion. Last spring, their 
textile business hit serious financial 
troubles. A group of their workers, 
on the rampage, broke into what 
they thought was one of their fac- 


tories. In fact, it turned out to be | 


the home of the Schlumpfs’ fantas- 
tic private museum. The building 
offered floor space the equivalent 
of three football pitches in size, and 
housed, amid elaborate and expen- 
sive decor, a total of 427 rare 
automobiles. A further 150 valu- 
able motor cars were awaiting re- 
furbishing in the workshops. As 
reported in one of the British na- 
tional papers at the time, for the 
rebellious workers it was like open- 
ing the Tomb of Tutankhamun. 

This book’s subtitle—‘‘Inside a 
Legendary Treasure House’’—is 
very apt, for no man can put a 
value on the contents of the 
Schlumpfs’ museum. Peter Ver- 
stappen tells the story of the ex- 
traordinary brothers, which is ab- 
sorbing enough on_ its own, 
embracing all kinds of intrigue, and 
even a murder. Denis Jenkinson 
supplies the information about the 
cars themselves, and fascinating 
reading it is, too. 

As is well known, the collection 
is particularly notable for the amaz- 
ing number of Bugattis which it 
includes, and the foreword has 
been written by Hugh Conway, one 


of the many enthusiasts of the - 


marque who must have been deeply 
shocked by the revelation that so 
many of these cars were in the 
hands of one collection. Conway 
quite rightly congratulates the au- 
thors on the thoroughness with 
which they have prepared the 
book, in which they were assisted 
by Michael Sedwick, the Director 
of our own National Motor Muse- 
um. A book had to be written on 
this subject, and this combination 
of knowledge has produced the 
best result imaginable. - 


Jenks’s chapter on the racing 


cars is of special interest, for such is 
P : 


inskie a legendary treasu 


the extent of the collection that he 
has been able virtually to put down 
a history of motor racing based on 
the Schlumpf cars alone. The book 
is profusely illustrated in colour 
and monochrome, and among the 
many rare gems are a 1904 Dufaux 
built for the Gordon Bennett races, 
a 1921 Ballot, several famous Ma- 
seratis and Alfa Romeos, Mer- 
cedes SSK, W125, W163 and 
300SLR, Gordinis of various types, 
a 250LM Ferrari, a Ferrari 156 
Formula 1 car from 1963 and even 
a 312B from 1970, a Lotus 24 anda 
Lotus 33—it just goes on, and on, 
and on. The collection is superb, 
and so is the book—and outstand- 


ing value. 
QDS 


NIKILAUDA 


AND THE GRAND PRIX 


NIKI LAUDA & THE GRAND PRIX 
GLADIATORS. By Ronnie 
Mutch. Published by Sphere 
Books. Softback (128pp), 85p. 


There are good books and there 
are bad books. There are even 
books—as there are films—so bad 
as to be good, so utterly silly that 
they can be a source of real delight 
to a warped sense of humour. Sad- 


ly, this is not one of them. This is a | 


bad, bad book. 

When the review copy arrived, it 
was greeted with a certain amount 
of curiosity, for the author’s name 
was known to none of us. In itself, 
that is mo criticism. Seven years 
ago, Ted Simon wandered into 
Grand Prix racing for a single sea- 


son, at the end of it leaving behind | 


The Chequered Year, one of the 
very best books ever written on the 
subject. It-was controversial, alive, 
beautifully written and pulled no 
punches. 

The curious thing about this 
book is that it purports to be a 
biography of Niki Lauda, for while 
it is true that marginally more 
space is devoted to the Austrian 


than his rivals, there is little doubt 


as to the identity of the real central 
character: the author. There is, for 
example, a chapter entitled Wat- 
kings Glen which could more accu- 
rately have been called Watkins 
Glen—My Fight for a Press Pass, 
for details of the unhappy man’s 


attempt to obtain credentials fea- 


ijture strongly. Quite why this and 


other domestic snippets should be 


of the slightest interest to the pur- . 


chaser of a ‘Lauda biography’ is 
known only to Mr Mutch. 

Oh, where to begin, where to 
begin? With the abundance of mis- 
spelled names (Petersen, Regga- 
zoni, Ermanno Coughi, Leila Lom- 
bardi) or the subtle wit of the photo 
captions (adjoining shots of the 


Durex Surtees and the Penthouse 


Hesketh are accompanied by the 
devastating line ‘Wouldn’t it be 
funny if this car banged that one?’ 
Laugh? I thought I’d die... .)? 
And the photographs themselves, 
some also apparently the work of 
the redoubtable Mr M. ‘Stirling 
Moss, guru of the track, speaks to 
Jochen Mass’ is the caption to one 
of them. Locating the great man is 
rather like a ‘Spot the Ball’ contest. 
Another shot features a Ferrari 
with ‘adual ikiN’ on the side. 


And there is so much more here. | 


We are told of the author’s near- 
fatal road crash some years ago, of 
a Sunbeam Alpine he once owned, 
given detailed analysis of race car 
technology (‘Then there is the front 
aerofoil . . . and the influence on 
steering of the back aerofoil on the 
front aerofoil’), treated to razor- 
sharp, blistering social comment 
(Brett Lunger...‘was an ex- 
Marine Captain in Vietnam— 
which to many people is equivalent 
to bragging about being a Nazi’). 
Now there’s an original sentiment 


' for you. Add to that little lot a 


pretentious list of acknowledge- 
ments at the beginning of the book 
and a fashionable sprinkling of gra- 
tuitous four-letter words, and you 
have something truly special for 
connoisseurs of the awful. 


NSR 


THE AGE OF THE AUTO- 
MOBILE. By George Bishop. 
Published by Hamlyn Publishing 
Group. Hardback (192pp), £3.95. 
There are any number of books 
which set out to trace the history of 
motoring or motor racing, or both, 
in one volume; none can possibly 


’ be completely sucessful, but some 


are more successful than others. 
This book belongs to the latter 
category, and a big print order 
makes it outstandingly good value 
for money. Half the countless illus- 
trations are in full colour, which 
makes the price all the more 
remarkable. 

, What puts this book slightly 
apart form the rest is that the 


. author has firm opinions on most of 


the subjects with which he deals, 
and is certainly not afraid of ex- 
pressing them. The development of 
road cars from the earliest days is 
covered, of course, but of more 
interest to our readers are the 
chapters on sport, which deal with 
“The Sportsmen’—which picks out 
the significant drivers, cars and 
races in motor racing’s eight dec- 
ades of history—and ‘Sport be- 
comes Entertainment’, in which 
Bishop deplores the transition from 
sport to business of top level motor 
racing. Other chapters are also il- 
lustrated by racing or rallying pho- 
tography, and for the fringe enthu- 
siast this must be one of the best 
book buys around this Christmas. 


QDS 


ROAD RACE. By Chris Jones. 
Published by George Allen & 
Unwin. Hardback (240pp), £5.50. 
Strictly for the enthusiast, this 
book deals exclusively with the 
purest form of road racing, describ- 
ing in vivid style the classic events 


' which have been part of the motor- 


ing heritage of Italy, Argentina, 
Mexico and elsewhere. For anyone 
whose imagination is captured by 
the great feats achieved in the his- 
tory of the Mille Miglia or the 
Targa Florio, it is a must. 

At first glance, a rather tedious 
treatment is suggested, except for 
the photography (all black-and- 
white) ‘which is excellent. How- 
ever, once one has started to read, 
one finds countless previously un- 
known facts on every page. The 


‘author has dealt with these great 


events on a race-by-race basis, but 
he has included information care- 
fully selected on the basis of its 
fascination to the reader. He hase 
paid particular attention to the 
character of the drivers, and it is all 
absorbing stuff. 

As well as the two Italian clas- 


r sics, Jones covers in detail the fabu- 


lous Carrera Panamericana events 
in the early fifties, and there is an 
interesting chapter on Argentina, 
where some of the road races defy 
belief; there are some unusual pho- 
tographs of Fangio in the early 
stages of his career, and one can 
see that the great man was brought 
up the hard way... . 

There is a useful bibliography 
and a comprehensive index, but the 
book is not disfigured by an un- 
wieldy results section. To the pur- 
ist, it is very highly recommended. 


QDS 


The Opel Kadett in which Kullang won the Group 2 class on this year’s RAC. 


Kullang’s G4 Opel 


Although we are still eagerly awaiting 
the news of which British drivers will be 
competing in Opels in this country next 
year, it seems that Opel now are fairly 
certain to have the services of Anders 
Kullang (right) to contest World Cham- 
pionship events for them next year. 
News of this drive first appeared on 
Swedish television and, although Kul- 
lang has yet to sign a contract, Opel are 
not denying that he will be driving a 
Group 4 2-litre Kadett GT/E for them. 
This will very much take the form of a 
development programme and_ the 
events could be subject to alteration, 
but the suggested rallies for him are the 
Monte Carlo, Swedish, Portuguese, 
Acropolis, RAC and one other. 


Cowan honoured 


For only the second time in the 24-year 
history of the Guild of Motoring Writ- 
ers Driver of the Year Award, it has 
been given to a-rally driver. Last Fri- 
day, at the Guild’s annual dinner, An- 
drew Cowan was named as the choice 
for 1977. 

The usual recipients of this award are 
Grand Prix drivers, with Niki Lauda 
being awarded it in 1975 and James 
Hunt in 1976. Among. nominations for 
this year’s award were Niki Lauda and 
Mario Andretti, but a vote taken by all 
members of the Guild decided in favour 
of Cowan who, they felt, deserved it for 
repeating his marathon victory. 

The citation reads: ‘Given to the driv- 
er of any nationality who in any make of 

“car or in any motoring event or events 
shows such skill, courage, initiative or 
endurance—or a combination of these 
qualities—as to single him out in the 
opinion of the Guild as the Driver of the 
Year’. 

The only other rallying personalities 
to receive the award were Pat Moss and 
Ann Wisdom who were jointly awarded 
it in 1960. Unfortunately, as he is away 
on the Bandama Rally, Andrew was 
unable to accept the award personally 
so one of his co-drivers on the London 
to Sydney Marathon, Mike Broad, re- 
ceived it on his behalf. : 


After Monte 


On Monday in Paris Renault-Elf an- 
nounced their motor sport plans for 
1978. but their rally plans still seem 
fairly vague. The only definite news 
that came from them was that they will 


-_ _ he _— — = —" 


In Cewan’s absence, Mike Broad col- 
_lected his Guild of Motoring Writers 
Driver of the Year Award trophy. 


This was the second award made to 
Andrew in a week, as the previous 
Friday it was announced at the BRDC 
Dinner Dance that he had won the John 
Cobb Trophy—this is for a British dri- 
ver with successes of an outstanding 
character. 


what next? 


Alpines on the Monte Carlo Rally for 
Guy Frequelin and Jean Ragnotti. 
After this rally they will be concen- 
trating their efforts on the Le Mans 24 
Hours entries and will then do four, as 


yet to De announced, major rales at 


Oe 


The Hunsriick was one of the four events started by Pond in OOM 513R. 


David's 


Stokes—tackling both championships. 


David Stokes is going to have a busy 
year in 1978 as he will be out in both the 
Sedan Products Open and the Castro- 
l/AUTOSPORT national championships. 
For his rallying programme he will be 
running two completely different cars— 
a TR7 in the Open series and an 
RS1800 in the national series. 

His sponsors from this year, Warners 
Motors, who have several garages 
round the Gloucestershire area includ- 
ing one in Tewkesbury which has a 
Leyland dealership, will be backing his 


.TR7 programme which will be in a car 


he is hoping to buy from Abingdon. 
The car is OOM 513R, which Pat Ryan 
used on the RAC Rally. This car was 
first rallied by Tony Pond in Ypres and: 
since then has appeared on the Huns- 
riick, Manx and Tour de Corse, though 


Briefly 


@ The Guild of Sound and Vision of 
Woodston House, Oundle Road, Peter- 
borough, PE2 9PZ, Tel: Peterborough 
63122, have published a new catalogue 
of their films which could be of interest 
to motor clubs for their winter evenings 
as several rally films are included. In- 
cluded in the rally line-up are ‘From 
Harrogate It Started’, ‘The Monte 
Carlo Rally 1958’, ‘RAC Rally 1975’, 
‘Rally to Win’, ‘1973 Avon Motor Tour 
of Britain’ and numerous others. 


‘@ One man who could well be looking 
for a navigator’s seat for next year is 
Mike Broad. If rumours that have 
reached us are correct Mike will not be 
with Opel next year—after four years 
rallying with them—and is keen to find 
himself a nde im 2 competitive car for 
ote, fee, Gees 


‘78 double 


has not done very many miles on any of 
these events. 

Also involved in David’s plans for the 
TR7 is sponsorship from Esso. Along 
with the TR7 Warners are hoping to 


buy a Sherpa van and they will run the 


car with two full time mechanics so, for 
once, all David will have to do is get in 
the car and drive it on rallies, which he 
quite honestly admits will be a rather 
strange sensation for him. 


As yet he has not got a full time co- 
driver for the Open series, but it seems 
likely that John Warner,.a Director of 
Warners Motors, will be daing some 
rounds with him. He will have a prob- 
lem with the clashing rounds of the two 
series at Easter, but what he will do is 
definitely take the TR7 to Ireland and 
he has spoken with the Cheltenham 
National organisers and arranged that, 
if anything happens during the first day 
of the Circuit, he will fly back to 
compete in his RS1800. 


At the moment he is building a new 
RS1800 with a shell from Boreham and 
will be fitting it again with the new 
Frank Pierson engine he used on the 
Wyedean. 

David is hoping to continue his asso- 
ciation with Castrol with sponsorship 
from them for the Castrol/AUTOSPORT 
series, aS he has been associated with 
them since he first started rallying, and 
cannot see any conflict with his Esso 
contract as the two cars will be run 
completely separately. For the national 
championship he will have his regular 
co-driver Lyn Jenkins with him. 


@ A Rally Jamboree is being held in 
Sweden in January, organised by the 
Dutch firm Rally Promotions under the 
leadership of Bob de Jong. This is best 
described as a rally school with the 
drivers able to compete in the Boras 
Rally at the end of the course. Tor Line 
are fixing up special deals for their 
crossing from Felixstowe to Gotebord 
leaving on Friday, January 6, at 
1.30pm. Anyone wanting any further 
details should contact Rally Promo- 
tions, Ocarinalaan 16, Rijswijk, Hol- 
land. Tel: 070 948806 or 948807. 


@ Russell Brookes would like to thank 
all those people who have sent him 
letters and telegrams of congratulations 
for winning the Motor/RAC Champion- 
ship—he has received about 70 in total. 
One amusing one (just addressed to 
Andrews Heat for Hire, Inkberrow. 
Engiand) came from a young boy in 
Dumfnes who. to quote the letter, has 
mvited Russell for 2 “bers =p round my 


————- 


Peugeot 
nine-car 
invasion 


One of the world’s toughest endurance 
rallies—the 9eme Rallye Bandama- 
Cote D/’Ivoire—started yesterday in 
Abidjan on the Ivory Coast and will 
take the competitors across over 5000 
kilometres before the finish back in 
Abidjan on Sunday. 

Heading; the entry list will be nine 
Peugeots and two Mitsubishi Colts with 
such seasoned campaigners as Timo 
Makinen, Hannu Mikkola, Jean-Pierre 
Nicolas and Henri Pescarolo in V6 
504s, Jean-Claude Lefebvre in a 504 
Saloon and Andrew Cowan and Jo- 
ginder Singh in the Colts. Also in the 
‘event will be Hans Hermann in an 
RS2000. 

There will be four sections on the 
rally, the first being from Abidjan to 
Yamoussoukro and totalling 1053 kilo- 
metres. The second and third legs are 
from Yamoussoukro to Yamoussoukro 
and are 1844 kilometres and 1550 kilo- 
metres respectively. The last leg is back 
to Abidjan which is another 1053 
kilometres. 


The exact list of events in the 1978 
World Rally Championship still seems 
to be undecided with the fate of the 


South Pacific and Bandama Rallies— . 


which clash for an August date next 
year—hanging in the balance. The list 
originally published (and still to be 
verified) is as follows: 


Montte Carlo ...........cccsccecreeceneeeeeeeeee January 21 to 28 . 
Swedish ........... ...February 10 to 12 
RSEAVEAL Lassbdils wsulces oy 293s 0h cosh no spwGMMMaaaanevesne March 23 to 27 
FOOMUCGU to. ccacaresvaxe. sucecanipeancapaiveckiy sucsene April 18 to 23 
ACTOPOIiS 222.0... seeccseseneeneneseecreeeeee May 27 to June 2 
South Pacific .. ....Beginning of August 
PEL ARO Secs isch isc a ty tame apes «ohuprgaiseee: foe August 25 to 27 
Quebec .... .--. September 14 to 17 
RSEITHROMTIO hc. .ccitccecctsectess vastevesseevab choos October 4 to 7 
Corsica -».. November 4 and 5 
StPN Gs in LLL og v .Uauleag Sieh t =p Seat ab vad November 19 to 23 


When this list was first published in 
FIA Bulletin No 11 a paragraph stated 


: i . = 
Mikkola (above) and Makinen (below) 
are two possible Bandama winners in 
their V6 504 Peugeots. 


WCR rounds unsure 


that the Southern Cross or Bandama 
might replace rallies on this list for 
which inspection reports proved unfa- 
vourable. It now seems fairly certain 
that the Southern Cross will not get 
WCR status but Bandama is still on the 
hopeful list. Although a decision was 
originally expected from Paris on Mon- 
day, it now seems likely that nothing 
will be decided until the New Year 
when a report on the Bandama, which 
is scheduled for August 4 to 7 next year, 
is available. 

Although the Bandama organisers 
are obviously very keen to achieve this 
status, it seems that the South Pacific 
organisers in New Zealand were confi- 
dent that they would be included again 
and were quite surprised by the latest 
developments. 


Briefly . 


@ Andy Dawson has lost a Greek. This 
is not just any old Greek, but a particu- 
lar one who was to buy his current 
RS1800. Andy went off on the RAC 
Rally feeling certain that he had fina- 
lised a deal to sell the car but, on his 
return, could ‘not make any of the 
*phone numbers he has for the gentle- 
man work. He now plans to hold on to 
the car for another couple of months 
and, after his opening rally in South 
Africa at the beginning of February, 
will go to Finland to do the Hankiralli 
from February 17 to 19. 


@ Ai last Thursday’s Rallies Commit- 
tee Meeting, the system of endorsing 
competition licences—already used in 
racing—was adopted for rallying. The 
Stewards at rallies will be able to en- 
dorse licences for action prejudicial to 
the interests of the sport or reckless 
driving and any driver who has three 
endorsements will automatically be 
banned from competition for three 
months. Each endorsement will last for 
12 months. 


@ Studley, near Redditch, is a small 
town that is not particularly famous, 
but it does have one outstanding as- 


set—17 pubs. These will be put to good © 


use on January 9 when most will be 
used as controls on the Monte Studley 
Foot Rally. This highly sociable event is 
being organised by the Redditch and 
District CC and anyone interested 
should contact Chris Handy on 021-472 
8752. This will be the fourth time the 
event has been tun—it was originally 
started in fuel crisis year by Russell 
Brookes—who, for the first time, will 
not be in charge ‘next year. 


@ Making a welcome return to rallying 
next year in an RS1800 will be Steve 
Reed, who has been out of action 
following a bad accident on the Raylor 
at the end of 1976, in which he broke 
both his feet. He could not find enough 
money. to rebuild his Escort at the time 
and, although he has now found enough 
cash to build a new car for the 1978 
Esso/BTRDA Championship, he would. 
very much like to find a sponsor. Co- 
driving for Steye, whose past perfor- 
mances, include third overall in last 
year’s BIRDA Championship (despite 
the accident) will be Dave Howells. 


Mintex plans look good 


Although the Standard Regulations for 
next year’s Sedan Products British 
Open Raily Championship are not yet 
available, the supplementary regula- 
tions for the first round—the Mintex 
International on February 24/25/26— 
are now out. Only a few months ago it 
seemed possible that the De Lacy Mo- 
tor Club would not be able to find the 
required stage mileage for an interna- 
tional event, but they have now come 
up with a total of 220 stage miles in the 
600-mile route mainly in the Yorkshire 
area. 

The first car is due to leave the Start 
in Harrogate at noon on Saturday, 
February 25 and arrive back at the 
finish there at 2pm on the Sunday. 
There will be a main halt at Scarbor- 
ough at about 1am on Sunday morning 
and scrutineering will take place on 
both Friday and Saturday. 

Regulations can be obtained from the 
Secretary of the Meeting, Mintex Inter- 
national Rally, 28 Woolgreaves Garth, 
Sandal. Wakefield. West Yorkshire 
Teil. Wakefield STD Code 


0924) 


_—s 


Ari Vatanen was a convincing winner on last year’s Mintex International. 


‘ Avenue, 


ecial stage 


@A useful book for all rally navigators 
is Martin Holmes’s ‘Rally Navigation . 


’ which is out again as a re-print of the 


original published in 1975. Holmes. 
with the help of Colin Francis, has 
updated certain aspects including road 
rallying and RAC rules and aise 
changed the photographs of Mki Es 
corts to MkIIs and the Fiat 124s to 13) 
Abarths. The book also now has a se 
cover with a Vauxhall Chevette replies 
ing the ‘original Marlboro Lancia Str 
tos. It costs £3.75 and is published By 
G. T. Foulis. 


@ Regulations are now in circulation 
for the 1978 Benson and Hedges Circuit 
of Ireland, March 24 to 28, and anyone 
wanting a set should get in touch with 
the Ulster Automobile Club, 3 Botanic 
Belfast, tel: Belfast (STD 
Code 0232) 618353. 


@ Ford are going to considerable trou- 
ble to ensure the success of their Escort 
Championship, which is to be run in 
conjunction with the Esso/BTRDA 
Gold Star Championship. They are 
building a 1300 Escort to the champion- 
ship spec and testing will be carried out 
by Russell Brookes. He will be testing 
at Chobham and then will be doing one 
or two early events to see just how 
competitive the car will be. 


@ Announcing details of their own 
rally during the Monte Carlo, will be 
the organisers of the Rallye Interna- 
tional des 1000 Pistes which will take 
place on July 8 and 9. They have just 
received the go-ahead from the French 
Minister of Defence to use the Camp de 
Canjuers for their third rally, which is 


-land used for tank training in the Var 


region of the South of France. Anyone 
interested in this event should contact 


- the following address: Rallye des 1000 


Pistes, 4 Rue Saint Jaume, 83300 Dra- 
guignan, France. 


Is this you? 


‘Autosport is lookffg for a new 
member for its editorial team spe- 
cialising in the magazine’s rallying 
coverage. The successful applicant 
will have a good knowledge of the 
national rallying scene, and prob- 
ably the advantage of magazine or 
newspaper experience. If you think 
you might fit the bill, write in confi- 
dence to the Editor at 76 Dean St, 
London W1A 1BU. 


York Round 


Table 


Due to production difficulties, we were 
unable to publish the results of the 
York Round Table lottery run at the 
time of the Lombard RAC Rally in lasg 
week’s issue. 

The list of winning car numbers appears 


below: 
1:1, 4; 2, 6; 3, 5; 2: 1, 8; 2, 5 and 6; 3: 1, 4;2, 7and 


26; 4: 1, 1; 2, 8; 3, 5; 5:1, 4; 2, 6; 3, 1 and8;6:1.8 
2; 3, 4,5 and 7; 7: 1, 8; 2, 9; 3, 5; 8: 1,23 and9;3. 8 
and 26; 9: 1,5 and 9; 3, 1 and 26; 10: 1,2; 2, 7 and 
27; 11: 1, 7; 2, 3; 3, 10; 12: 1, 23; 2, 1,5, 8 and 26:3 
10; 13: 1, 5; 2, 7, 8 and 9; 14: 1, 5; 2, 26; 3, 9; 1S: 

5; 2, 7; 3, 23; 16: 1,.23; 2, 3; 3, 26; 17: 1, 26;2,353 
5; 18: 1, 109; 2, 3; 3, 26; 19: 1, 3; 2,8 and 23; 20: 

8; 2, 9; 3, 23; 21: 1, 9; 2, 5; 3, 4 and 23; 22:1,5;2 3 
and 23; 23: 1, 5; 2, 23; 3, 8 and 9; 24: 1, 156;2.9°3 
5; 25: 1, 5; 2, 17 and 23; 26: 1, 23; 2, 5; 3, 8; 27: 1.5 
and 23; 3, 1; 28: 1, 4 and 23; 3, 8; 29: 1, 23; 28S 
5; 30: 1, 1; 2, 8; 3, 23; 31:1, 8; 2, 5; 3, 23 32:1, 23 2 
5; 3, 8; 33: 1, 23; 2, 5 and 8; 34: 1, 8; 2, 5 and 23, BS 
1, 23; 2, 5; 3, 8; 36: 1, 23; 2, 8; 3, 5; 37: 1, 23: 3 


2.8 
20; 38: 1, 5; 2, 26 and 23; 39: 1, 5; 2, 8; 3, 26; 40% 
5; 2, 23; 3, 25, 26 and 28; 41: 1, 5 and 23: 3, 26:42 
1, 5; 2, 23; 3, 8; 43: 1, 5; 2, 8 and 23; 44: 1,1 
3, 18; 45: 1, 5; 2, 1 and 8; 46: 1, 5 and 26; 3, 1; 
8; 2, 1 and 5; 48: 1, 5 and 8; 3, 7:49: 1, 5and83 * 
13 and 20; 50: 1, 5; 2, 8 and 23; 51: 1, 6; 2, 7:3. 
52: 1, 8 and 11; 3, 5 and 6; 53: 1, 11 and 23,3. 


special stage 
Apologies are due to the organisers 
a of the Gwynedd Rally as we inadver- 
tently suggested in our Castrol/AuTo- 
SPORT championship supplement that 
their rally would not be part of next 


year’s series, in fact it is the first round 
on February 11. 


ATIONAL RALL' Things are looking very good for this 

a Y event, the Caernarvonshire and Angle- 

CHAMPIONSHIP sey MC having found 90 stage miles in 

the North Wales area. Although most 

hOFS of this will be on forest tracks, the now 

famous Llandudno Great Orme tarmac 
stage will be included. 


Rally HQ will again be at the Imperi- 
al Hotel in Llandudno and scrutineer- 


ing for the event will be on the Friday 
Latest Nn ews only: The start and finish will be in 

Llandudno and the halfway halt at 
Just a couple of reminders to would-be — Dolgellau. Regulations should be avail- 
Castrol/AuTosport Championship con- able now from Dafydd Edwards. 
tenders of two facts not clearly statedin  Lliwedd, 39 Ty Croes, Llanfairpwil. 
our original championship regulations. | Anglesey, Gwynedd. 
As there appears to be some confusion In addition to the bonuses already 
over Category A of the Championship, announced for the 1978 Castrol/AuTo- 
the regulations should read: Any cars sport Championship, Goodyear are of- 
complying with RAC Vehicle Regula- fering the following and all those inter- 
tions or Appendix J Groups 1,2,3and4. ested should write to Harry Gee. 
Also the date for the Peter Russek Goodyear Tyre and Rubber Company, 
Manuals Rally is August 25/26. Ian Stafford Road, Bushbury, Wolver- 
Parry at Castrol has so far had over 300 hampton. Mazda Hatchback Challenge 
people register for the 1978 series so winner: £150; Class 1 winner: £100; 
anybody else considering this should Class 2 winner: £100; Class 3 winner: 
get in touch with him as soon as possi- £100; Class 4 winner: £100; Class 5 
ble for registration forms. winner: £100. 


Startalk tape ready 


Anyone who missed the Pirelli ‘Star- interviews included on the tape are 
talk’ evening prior to the RAC Rally Bjorn Waldegaard, Russell Brookes, 
and would like to find out what hap- Timo Makinen, Walter Rohrl, Markku 
pened can now buy a cassette of the Alen and Paddy Hopkirk and there are, 
evening’s entertainment. The whole — of course, Lance Percival’s calypsos. 
show was recorded including the highly The tapes cost £2.50 each, including 
aks ta entertaining Brian Culcheth/Tony Pond post and packing, from Pirelli Rally 
It was presentation time at the RAC last week and there from the rally world to dialogue, which was without doubt one Show Tapes, 3 Holborn Circus, Lon- 
receive their awards were Russell Brookes (top) the 1977 Motor/RAC Rally of the high spots of the show. Other don, ECIN 20A. 

Championship winner and Graham Elsmore (above) who won the Group 1 class . 
in the Championship. Russell also appeared again (below) with Jim Porter and 2 
Jack Kemsley to receive the Bruce Trophy on behalf of the English team who won 

the Triple Crown Championship. Jack Kemsley has certainly done more for stage a al a g | 
rallying in this country than any other man and it was his turn to be given an : 

award by the RAC (bottom) and RAC Chairman, Sir Clive Bossom, presented 


him with a cassette/radio in recognition of the work he has done and to mark his A popular rally will return to the calen- _ will be in Kendal, where sponsors, the 
retirement as Chairman of the RAC Rally organising committee after 17 years in dar on March 4—the Lakeland Stages Lakeland Motor Company, are based 
the job. Rally. For the event the Morecambe and on the night before the event there 


CC and Kirkby Lonsdale MC have _ will be a rally forum held at Rally HQ 

been able to find 70 stage miles in the at the Woolpack Hotel in Kendal. Reg- 

Lakeland forests in a total route of 200 ulations are available now and can be 

miles and some of the stages may be as_ = obtained from Mrs ‘Ronnie’ Sandham, 

long as 18 miles. The start and finish 35 Cyprus Road, Heysham, Lanca- 
: shire, LA3 2QS. Tel: 0524 51586. 


« 


John Simpson should have no lighting problems with his rally car next year as last 
Thursday he was presented with the Cibie Silver Oscar Award. Apart from the 
silver-plated trophy, that can be seen above being handed to John (centre) and his 
co-driver Allan Steel (right) by Mr Charles Meisl. Chairman and Managing 


} ieesle 7 — de cumeZ and imde ; * are thee 
nas iltie or no trade Support Gnd juceges for if are ite 


"ars and Car Conversions and Motoring 


— Sf. Tr .,. See Ae 


is not bound to agree with readers’ opinions 


i 


Cool it, Gordon! 


| 
\ 


The description of the Brabham BT46 given in 
an August edition of AUTOSPORT produced a 
certain amount of consternation among some 
members of the department of Mechanical & 
Production Engineering at the Polytechnic of 
the South Bank. The note in November, about 
the car overheating, came as no surprise. 

It was clear to us that the surface type 
radiators of this car were simply inadequate as a 
cooling water heat sink for a typical Grand Prix 
racing car engine. Over the past year, in 
conjunction witha certain (now defunct) racing 
car firm, we at South Bank have carried out a 
feasibility study involving the use of the vehicle 
skin as a radiator with the aim of dispensing 
completely with the high drag ‘bluff body’ type 
radiator. 

From a theoretical point of view, supported 
by a series of experiments, we have established 
that to provide adequate cooling for a high 
performance Grand Prix engine under ‘average 
race conditions’, a car designed along the lines 
of a double-decker bus would provide a suffi- 
cient cooling surface! 
LONDON, SE1 R. D. MATTHEWS 

Senior Lecturer in 

Fluid Mechanics, 

Polytechnic of the 

South Bank. 


~ 


A strange world 


How many letters of strong protest would ITV 
receive if they showed a documentary of an 
Olympic athletics final showing only competi- 
tors tripping up, being injured by track spikes 
and so on, making no mention of the winner’s 
name or indeed the names of any competitor? 
Several hundred, I would think. 

I, therefore, feel that a strong protest must be 
made over a documentary about the Indianapo- 
lis 500 race, whose content was similar: On 
December 5, Midlands ITV showed a _ pro- 
gramme entitled David Niven’s World purport- 
ing to enlighten viewers about this event, and 
merely showed accident after accident, some in 
slow motion for the discerning ghoul. Of course 
there are accidents in motor racing, but surely 
the inclusion of one or two would have served 
to remind us of the risks involved, and not a 
whole half-hour of mishaps? 

The names of but three people were men- 
tioned by David Niven, who seemed to savour 
the fact that they had died while pursuing their 
sport. The names of competitors, or indeed the 
winner in this year’s race, was not given. Even 
the pitstops were limited to those involving 
acidents, such as engines catching fire and jacks 
being improperly removed from cars. 

Much as we are starved of motor racihg 
coverage by television, I deplore the inclusion 
of the above type of programme content and 
would ask ITV to show a more responsible 
attitude in their choice of items for inclusion in 
future motor racing programmes. 

ASTON INGHAM, HERFS. M. J. DAYKIN 


RAC entries 


Much has already been published in the motor 
sporting press regarding the allocation (or lack 
of allocation!) of entries to British crews on this 
year’s Lombard-RAC Rally and, in view of the 
fact that a meeting is to be held to discuss next 
year’s entry, the following could possibly be 
borne in mind. 

Britain, at the moment, has five forest events 
bearing International status, the Lombard- 
RAC being the most prestigious. However, at 
the other end of the scale are two relative 


mewoomers to the mternational scene. the Min- 
i J i Tee “Sn, aie of ahaa Bees 


has often been criticised on the grounds that 
their entry lists have not been particularly 
‘international’. Why not, therefore, give prior- 
ity of entry for the Lombard-RAC to those 
competitors who have supported the ‘lesser’ 
internationals. ; 

This will not only give the regular British 
competitors a better chance of securing entries 
than they have enjoyed this year, but will also 
provide incentive for the foreign competitors to 
tackle the other British internationals, thereby 
improving their own ability on ‘blind’ stages 


' and at the same time make these events more 


international in flavour as well as status. 
LEEDS ANDREW WALMSLEY 


Radnor—the other view 


After following my first RAC Rally, I would 
like to relate my experiences at the Radnor 
stage, which contrast with those of other 
correspondents. 

I arrived three hours ahead of the rally (being 
intent on getting some sleep) and was pleased 
to find signs and the odd marshal on the 
spectator track directing cars along. I motored 
with ease until I was able to park about 400yds 
from a good vantage point. The ‘car park’ was 
already full at this early hour. On leaving, I was 
amazed at the attendance, considering that the 
sport originated for competitors, not specta- 
tors. Cars were parked for over three miles 
along the track, and I reflected on my good 
fortune in arriving so early. 

The conclusions I reached after Hafren, 
Lianafan and Radnor stages led to the following 
routine: I aimed to arrive at publicised stages at 
least two hours ahead of the rally, or one hour 
for unpublicised stages; waiting time was spent 
eating or sleeping. Such a policy ensured mo- 
toring ahead of, rather than with, spectator 
traffic, and journey times and fatigue were 
reduced. Parking became relatively easy and, 
although I saw fewer stages, I enjoyed them 
much more. 

I think it would be disastrous if the RAC 
were to publish all the special stages of every 
rally. I am sure the competitors and service 
vehicles find spectator traffic enough of a 
hindrance already without giving them know- 
ledge of more roads to clog. Besides, I can 
imagine that if the spectator traffic had hit the 
stages around Innerleithen, such a disturbance 
could make the rally unwelcome there. There 
will always be a few people who find the 
location of unpublicised stages and they are 
rewarded by easy unobstructive parking and 
good viewing. They seem fully aware of the 
dangers of spectating, for at such stages the 


imbeciles who stand in suicidal positions are 


noticeable by their absence. 

I look forward to following the 1978 RAC 
Rally in much the same way, armed with my OS 
maps and, of course, AUTOSPORT. 

BALDRINE, IOM. D. C. COLLARD 


Threat to Mario. 


In reply to the letter of I. M. Rumens (De- 
cember 8), I am also a Lotus fan, but like many 
others. I welcome back the fastest man in Grand 
Prix racing. 

Who can blame Ronnie Peterson after being 
called a ‘90 per center’ and not being paid any 
money? True, he left when Lotus were in a 
shambles, but so too did Mario Andretti, stat- 
ing that the Lotus 77 was the worst car he had 
ever driven. Had it not been for Gunnar 
Nilsson beating Andretti at the International 
Trophy, Andretti would have driven for Wolf in 
1976. 

Perhaps it was Andretti who is to blame for 
Nilsson leaving Lotus: after the Italian Grand 
Prix, Nilsson was Andretti’s guest in the USA. 

True, Andretti should be a worried man next 


season. Althouth Ronnie is number two it will 
met Be Lome hefimce be se sem weth the leader 
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runners. Two bad years with March and Tyrrell 
should not take too long to get over. 

The only problem Ronnie will face next year 
will be trying to get past the other wide Lotus! 
After a few Grands Prix, we will then see 
Ronnie Peterson ‘as effective leader of team 
Lotus. Sorry, Mario. 


CHATHAM, KENT J. N. DEAL 


An asset 


As a fervent Peterson supporter, I am writing in 
reply to I. M. Rumens’ letter of December 8. 
Surely one of the fundamental aspects of motor 
racing politics is that of adapting to the circum- 
stances of the time? 

The circumstances at the beginning of 1976 
were that first, Peterson had manfully struggled 
with the uncompetitive Lotus 72 for well overa 
year while promises about a new car had 
constantly not come to fruition; second, the 
Lotus 77 (with Ronnie as test driver!) was not 
likely to become competitive for a while; and 
third, March seemed a much better short-term 
proposition. At his age and with the new Lotus 
proving rather complicated, who could blame 
Peterson for leaving Lotus and going to March? 

The circumstances concerning Peterson and 
Lotus are now this: Peterson has had two rather 
disappointing seasons and, if he is is to become 
World champion, he needs quickly to get into 
some competitive machinery. Gunnar Nilsson 
wants to become a number one driver, and so 
he has left Lotus and searched for a drive 
elsewhere. A Lotus is waiting at Hethel for 
someone with cash (talent might also be use- 
ful). In this situation what is wrong with Peter- 
son joining Lotus? He is among the fastest 
drivers, always gives of his best, and with his 
ready cash he must be an asset to any team. 

As for Mr Rumens’ ‘first with the money, 
first served’ argument, what about Jo Siffert 
coming along to March and pushing Ronnie out 
of an almost-certain works F1 drive in 1970? 
CANTERBURY, KENT. ANGUS ROBSON 


Then as now? 


A quarter of a century ago this week, we 
reported that Colin Chapman was going into 
limited production with his Consul-powered 
Lotus sports cars. Ivor Bueb had forsaken 
the Iota 500cc F3 car for the new Arnott with 
double-knocker Norton unit. AUTOSPORT, 
December 12, 1952 also carried brief stories 
about Phi-Phi Etancelin’s retirement from 
the sport after 25 years of participation and 
Geoff Duke’s Segrave Trophy—the first mo- 
torcyclist ever to be awarded the coveted 
prize. tspeedway rider Peter Collins won it 
last week). E. J. Chandler scored another 
success on the trials front, winning the 
classic Gloucester event in his Chandler 
Special; interestingly enough, Rex Chappell 
took a Class Award in his Cotton IV, while 
last weekend his son Lee finished second in 
the Gold Star event at Detling in his Ibex. 
only failing to win the event on a tie-break 
decision. John E. Hall wrote a feature called 
Hints on Spectating which was designed to 
maximise the outsider’s insight into motor 
racing in general, while in the classifieds 
were located such machines as a Chrysler 
V8-powered Allard K2X for £1475 or a 1929 
Lea-Francis for £82! 


Last Saturday the Sporting Trials fraterni- 
ty gathered in Boxley Warren near Maid- 
stone at the foot of the Kentish Downs. The 
over-night rain had competitors worried by 
the challenge of the chalky slopes. Organ- 
ised by the Kentish Border CC and the 
Maidstone and Mid Kent MC with the aid 
of the BTRDA, 12 hills from grassy climbs 
to root strewn sections were found on the 
ground once trod by the Canterbury 
Pilgrims. : 

Of the 25 qualifying experts only 21 started. Bob 
Dayson arrived but found his brakes not up to scratch 
and wisely decided not ‘to start. Sixteen competitors 
arrived from the Silver Star list including three keen 
stalwarts from Northern Ireland. Although the latter 
did not qualify for the major awards, Nelson Todd 
impressed everyone by his performance in his Honda 
Civic powered Special and his score of 148 would 
have put him in sixth position in the major champion- 
ship. His colleagues Mervyn Glover and Liam Scott 
also drove with distinction and it is hoped next year 
that they will compete for the major awards. 

Lee Chappell set the pace with his Ibex and led the 
field with 55. The Fack twins in their Impunity, with 
John at the helm surprised everyone, holding second 
place, equal with Tony Harrison on 63. John Hopkins 
was only one point away followed by Julian Fack 68, 
Jack Pearce 69, Denis Allan 71 with brother Reg and 
Gordon Jackson tying on 72. 


After a round of 83 (with only one fiddle brake) . 


Colin Taylor retired his venerable Cannon, leaving 
northern expert Ralph Needham to uphold the hon- 
ours of the marque. 

With the day shining bright for this Semperit- 
sponsored event, the hills became drier, scores 
sroved less of a handicap and Julian Fack drove his 
ightweight special round in 33 to close on Lee 
Chappell, who was one point worse off than Tony 
Harrison. Ivor Portlock, also on 41, started to show 
his true calibre. John Hopkins retained his consisten- 
cy with a 47 just ahead of Gordon Jackson and the 
Fack twins, on 79. 

After lunch, hill 2 was scrubbed and competitors 
found life easier as the sun set and the birds went to 
roost. John Hopkins finished a most creditable drive, 
recording 27 for the last round. 

Lee Chappell saw the Championship slip from his 
grasp. He collected extra penalties and lost out on the 
‘most clear’s to Tony Harrison, who made the second 
best score for the final round of 29. John Fack took 30 
to finish fifth. Julian Fack and Jack Pearce both 
finished on 32, giving Julian a close third, one point 


behind the winners. 
COLIN TAYLOR 


Sempertt BTRDA Britieh Experts Gold Star Trial: 1, Tony Harrison- 
/Peagy Harrison (Kincraft), 132pts; 2, Lee Chappell/Lindsay Chappell 
(ex), 132; 3, Julian Fack/Meg Marion (impunity), 133; 4, John 
Hopiuns/Peter Machem (Ibex), 138; 5, John Fack/Jeremy Fack (impu- 
m@y). 142, 6, Jack Pearce/Brenda 


Jackson (Ibex). 161: 9. Mike Smatwood Rag Kemble (Dingo), 182 +2. 


R. 


: 4 ; ae Mf: 
Gold Star winner Tony Harrison fought hard all day to hold off the strong challenge of Lee Chappell 


(below left). Above: Concentration from Tony Harrison. 
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PAUL SHELDON 


Semperit BTRDA British Experts Sliver Star Trial: 1, Derek Clark/Maurice Ciark (Jabs), 192pts; 2, Bil Hicks/Pré Pigott (Trieimaster,, 194: 3. 


Jeremy Bassetl/Barbara Bassett (Wrightone), 200; 4, Richard Allen/Geoflt 


(Gncraf}, 201. 5. Sob Furness Madoo Guyeron 


Henningiamn 
Webster (Eadon), 210: 7, Colin Walker'Jeen Walker (Mudspori), 213: 8. John Murrell!O;9 Gambier 
Gisby (AEG). 225; 10. Devic Siater'Robinm Brazier (Dingo). 225. 
Northern ireland Section: 1. Netson Todd'Cive Gracey (Honcorc]. 148ots. 2 Menye GioweerGren Emerson (Fecksimiiel, 1S 2 Lien 


SeomJenntier Scom (Concord). 196 


GOOD /¥ean 


Tony 'D ved s periority by wi ning over a third of the rounds in the Melchester Racing Surtees. 


‘ 


At the crossroads 


MCD’s Group 8 championship has just completed its second growth year as its organisers strive to establish it as 
Britain's most prestigious series: QUENTIN SPURRING assesses their chances of succeeding. 


The premier Motor Circuit Developments gs / id 7 Pir ony ci aiinmer and dhe Malhester tae 
racing championship is at the crossroads | | tees TS19 was clearly ‘the fastest combination in 
again. Last season was the second in which the ShellSport International series. The Mel- 

chester team, backed by an anonymous well- 
the series, sponsored by Shell, was run wisher for the first half of the season and run by 
under the ‘Group 8’ rules which allowed Brian Morris from a base at Brands Hatch, had 
Formula 1 and Formula 2 cars to take part, a poor start to the season and ran short of 
as well as the Formula 5000 machines finance towards the end, when additional spon- 
which had served seven turbulent seasons. sorship was gained from Swan Lager, the Argos 
And. this time the Formula 1 cars—particu- store chain and the Jetwain aerospace engineer- 
larly Tony Trimmer’s Melchester Racing 


ing company. Tony remains a sadly under-rated 
Surtees—dominated it, winning 11 of the driver, and he led 11 of the 14 races; however, a 
14 qualifying rounds. 


variety of dramas meant that he only actually 
No 5-litre car won a race, and the 


won five Of them. 
i i . The season started well when he qualified the 
F5000’ success was confined to a couple of brand new TS19 on the pole for the first round 
wins for Ford’s 3.4-litre V6 engine which at Mallory Park, but it was wet for the race and 
had ruled the roost in 1976. Now MCD and Trimmer had not had time to test the car in the 
the organising club, the BRSCC, have rain, so he had to drive on the dry settings, 
taken the brave step of restricting the 1978 finishing third. In the second round he had a 
series to F1 and F2 cars only, and there is puncture while leading, and retired from the 
every reason to believe that this move has third following a collision with Keith Holland, 
. ° : caused by a backmarker. He led the fourth 
—— made oh exactly the right time. This round, too, but a transmission failure put him 
controversial inate has been at the cross- out, and it seemed that his first victory was 
roads many times before, but there are -never going to come. 
many people—including Aurora, who are However, at Mallory Park again in May he 
spending six figures on their recently an- gained the second of his six pole positions, and 
nounced sponsorship—who believe that at won impressively—although another gearbox 
last it has made the right turning. failure during qualifying had made him fear the 
For the 1977 ShellSport International pelaer Ric ibook Bit he pul flaaae ee 
Champion, Tony Trimmer > it might have scoring three firsts and two second places in the 
come a year too late. His title was gained in next five events, with three pole positions to 
a dominant fashion after a poor start to the boot. He would have won at the August Bank 
year, but it gave him no financial profit and 
less prestige than it should have. Next year 
should be different, and, if the Kent driver 
can win the series once again, it will mean 


Holiday Brands meeting had it not been for a 
puncture, and was also leading at Thruxton 
when the car suffered another transmission 
breakage. But he clinched the title in fine style. 


Even Trimmer had his share of unreliability, 
but it is a notable feature of his season that not 
once was there an engine failure from his Alan 
Smith prepared Ford DFVs. 


The runner-up, Guy Edwards, ran the first 
half of the season with a Ford Essex V6 engine 
in his ex-Hexagon March 751, similar to the 
unit with which David Purley had dominated 
the 1976 ShellSport series. He achieved two 
pole positions with the car in this form, and won 
the wet second round at Snetterton. He wrote 
off the car in a testing shunt at Oulton, and on 
Good Friday there he spun his new chassis on 
some oil (taking off Divina Galica also). But a 
fifth, a third and a string of three second places 
then put him in a very pikong position to win the 
championship. 


To reinforce his bid, he converted the March 
for the July Mallory meeting to take a DFV 
Formula 1 engine (built by Heskeths), but his 
effort was thwarted—just as Trimmer was on 
full-song—by a series of three retirements, 
caused by a transmission failure, a broken hub 
and a ruptured oil line. Guy came back with 
another win at Thruxton in September, and he 
had a third pole position at Snetterton, where a 
gearbox failure gave the title to Trimmer. 


The duel between these two was never really 
translated onto the track until the last round, 
when Edwards led Trimmer in a most suitable 
G8 finale at Brands Hatch, and narrowly de- 
feated the newly crowned champion with an 
inspired performance. Thanks to the bad start 
of Trimmer’s season, Edwards was in a com- 
manding position in the points table, and it was 
unfortunate for him that the gremlins decided 
to switch their allegiance from one to the other. 
As usual, however, Guy gave his sponsors full 
value for money. Titbits magazine ‘and the 
manufacturers of the MD4 anti-smoking system 
were his G8 backers this year, along with 
Ultramar and Car Plan, and the car sporting 
their multicoloured livery was prepared by John 
MacDonald’s RAM team in north London. 


Both Trimmer and Edwards did all 14 races, 
and both had five retirements. Italian-born 
Londoner Val Musetti was running pretty much 
on a par with this until he had to miss three 
races due to a commitment in Canada, where 
he spent a couple of months following his 
profession as a film stuntman. This year, the 
genial Val ran the ex-Hermetite March 751 
fitted, like Edwards’s similar car at first, with a 
CES Ford V6, and prepared by David Price 
Racing. The high point of Musetti’s season was 
a fine victory at Brands Hatch on Easter 
Monday, when he qualified on the pole and 
won easily after Trimmer had retired. He 
returned from Canada in time for the final 
round at-Brands, but any challenge to Edwards 
for the runner-up place was over when he went 
off on some oil on the first lap. He scored two 
poles, and as well as his win he had a second 
and three thirds from his 11 outings—but there 
were three engine failures on the debit side. 


Chivvying Musetti for his third championship 
placing was the American driver Tony Rouff, 
who emulated Ray Mallock’s feat of 1976 by 
achieving the only win of the series by a 2-litre 
car. After Nick May had had a race in it at the 
start of the year, Rouff took over the wheel of 
Graham Eden’s BDG-powered Sana, but then 
missed a couple of events when the car was 
destroyed by fire. In May, Eden replaced it 
with a Ralt, and on its second outing at 
Thruxton Tony scored a surprise victory in the 
rain as the faster men around him floundered. 
A string of good results followed, but they were 
punctuated by some failures including a retire- 
ment in the final round caused by a water leak, 
his only non-finish of the season from ten starts. 
His fourth championship place shows the value 
of consistency with a few really competitive 
performances thrown in. and it was a pity that 
he shunted the one : Birmingham 
backed car in practice at Thruxton in Septem- 
ber after qualifying « Gard 


son s of 


round, but at Snetterton 
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SCE OF CHAMP 


CO TBERICO : 


Emilio Villota ga ape ers a “spin before his ‘July victory at Maly in the McLaren. 


Emilio Villota’s season was just the opposite. 
The little Spaniard, sponsored by Iberia Air- 
lines, startéd the year with the ex-John Nichol- 
son Lyncar-DFV which he had driven in 1976, 
refurbished over the winter into a surprisingly 
competitive proposition. He won at Mallory 
first time out, but followed this up with a brace 
of non-starts over Easter due to a faulty meter- 
ing unit. Then he missed four of the races when 
he was making his Grand Prix effort with his 
newly acquired ex-works McLaren M23. When 
he reappeared at Mallory in July, he won again. 
He missed Donington and then came up trumps 
for a third time at Brands Hatch, when Tony 
Trimmer’s slow puncture gave him victory. At 
Snetterton, he was slowed by a punture himself 
on his way to third place, and his season ended’ 
badly with an engine blow-up in the final round 
(dumping the oil on which Musetti went off). 

For that race, Emilio produced the infamous 
M25, McLaren’s one-off F5000 car with which 
Bob Evans had briefly wrestled the year before. 
The Iberia team—also sponsored by Banco 
Iberico and the Medinabi bearings company— 
had converted the car to M23 spec, and there 
was no doubt that it would have been a front- 
runner in that race. In some ways it was a pity 
that the team, run by Giuseppe Risi, decided to 
take in some Grands Prix last season, for 
Villota might well have ended up as the Shell- 
Sport champion. Fifth place in the table from 
only six starts tells its own story. 

After her first season with an F1 car in 1976, ’ 
when she drove a Surtees TS16, Divina Galica 
switched to a TS19 identical to Trimmer’s for 
1977, and often threatened to win a race. Nick 
Whiting and his men could not get the Shell- 
Sport-sponsored machine ready for the first 
in the rain Divi 
finished a very encouraging second behind 
Edwards. Unfortunately, that was the only 
success of the first half of her season. At Oulton 
she collided with Edwards and damaged the car 
too much to race it three days later at Brands, 
where she had a run in Musetti’s F2 March. A 
retirement there was the first of four on the trot 
(including another shunt, at Mallory) before 
she picked up fourth place points at Oulton 
following an excellent dice with Rouff’s Ralt. 

Divina then attracted additional sponsorship, 
from Olympus Cameras, and responded with 
two thirds and a second piace from the next 
three races. At Donington and Brands she wes 


particularly impressive, hounding Trimmer all 
the way at the Leicestershire circuit (and equal- 
ling his lap record) and, for the first time, 
leading for eight memorable laps in Kent. The 
only real blot on her copybook was a silly 
accident at the start of the warm-up lap at the 
penultimate meeting at Snetterton, dnd she has 
been an integral and valuable asset to the G8 
series. 

The next driver in the championship table 
should have been better placed. Like Divina, 
Bruce Allison failed to win a race, but his case 
was more deserving and his recently gained 
Grovewood Award is just recognition for a 
remarkable debut season in Britain. The Aus- 
tralian bought Count Rudi van der Straten’s 
one-off Chevron B37 F5000 car at the end of 
last February’s Rothmans series in Australia, 
and brought it over to make his name in the 
ShellSport championship. He had little money 
to run it, but the obvious determination of 
Allison and his mechanic Ron Eagle attracted 
some initial help from Alan Smith who rebuilt 
his singleton Chevrolet V8, from Chevron Cars 
who cooperated with a rebuild for the chassis, 
and from Sid Taylor who loaned him a trans- 
porter. Allison had never seen a British racing 
circuit before, yet in his second and third races 
he finished second (winning £3000 over the 
Easter weekend) and followed these with a 
third at Mallory. Then, at Thruxton and Brands 


Hatch, he qualified the smartly turned out red 


car, boasting the backing of David Clark Cars, 
on pole position. Both those events resulted in 
non-finishés*the Brands Hatch suspension 
failure came when he was holding off Trimmer 
for the lead—and another followed at Oulton. 
Then his engine was damaged while being 
warmed up at Mallory, and suddenly Bruce had 
run out of cash. He missed two races, but John 
MacDonald stepped in with an offer to prepare 
the car, and at Thruxton Bruce returned to the 
fray boasting a new Nicholson engine—and for 
a third time placed the car on the pole, finishime 
second. _ 

Allison gained the reputation of spinning far 
too often—it seemed to be his way of learning 
circuits—but it was obvious that his perfos- 
mances were special. It was difficult to gauge 
his driving against others because competitive 
F5000 cars were so thin on the ground, but he 


Guy Edwards produced some fiery drives in the multi-hued March, as he demonstrates in the penultimate round at Snetterton. 


At the 
crossroads: 


continued 


DATE/VENUE 


Mallory Park 
Mar 13 


Snetterton 
Mar 27 


Oulton Park 
Apr 8 


Brands Hatch 
Apr 11 


Maliory Park 
May 22 


Thruxton 
Jun 6 


Brands Hatch 
Jun 26 


Oulton Park 
Jul 9 


Maliory Park 
Jul 24 


Donington Park 
Jul-31 : 


Brands Hatch 
Aug 29 


Emilio Villota 
Lyncar 006 


3.0 Ford DFV © 


Guy Edwards 
March 751 
3.4 Ford V6 


Derek Bell 
Penske PC3 
3.0 Ford DFV 


Val Musetti 
March 751 
3.4 Ford V6 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Emilio Villota 
McLaren M23 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Emilio Villota 
McLaren M23 
3.0 Ford DFV 


Guy Edwards 
March 751 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Guy Edwards 
March 751 
3.0 Fors OF V 


was consistently faster than 1976 F5000 times 
and far and away the fastest 5-litre this year. It 
was a shame that the B37 (previously raced by 
Peter Gethin) was not more reliable, even in 


the races Bruce did finish. 
The next best 5-litre man, Keith Holland, 

probably has all of Allison’s ability and certain- 

ly much more experience, but thanks to a - 


traumatic season he could only get among the 
F1 cars on a few occasions. Keith started off, as 


before, with Len Gibbs’s Lola T400 at the 
opening round (which Keith led for much of the 
way before Villota elbowed a way past), after 
which Gibbs took delivery of a brand new 
T332C. This failed to live up to its expectations, 
and its very poor reliability record led to a split 
between Holland and Gibbs after half a dozen 
disappointing outings on a small budget. Hol- 


1977 BRITISH GROUP 8 RESULTS 


SECOND 


Keith Holland 
Lola T400 
5.0 Chevrolet 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Bruce Allison 
Chevron B37 
5.0 Chevroiet 


Vai Musetti 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Damien Magee 
Lola T332C 
5.0 Chevrolet 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


THIRD 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Tom Belso 
Lola T332 
5.0 Chevrolet 


Val Musetti 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Keith Holland 
, Lola T332C 
5.0 Chevrolet 


Val Musetti 
March 751 
3.4 Ford V6 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Val Musetti 
March 751 
3.4 Ford V6 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Norman Dickson 


March 772 
2.0 BMW 


Emilio Villota 
McLaren M23 
3.0 Ford DFV 


FOURTH 


Tom Belso 
Lola T332 
5.0 Chevrolet 


Keith Holland 
Lola T332C 
5.0 Chevrolet 


Robin Smith 
Lola T330 
5.0 Chevrolet 


Derek Bell 
Penske PC3 
3.0 Ford DFV 


Keith Holland 
Lola T332C 
5.0 Chevrolet 


Norman Dickson 


March 772 
2.0 BMW 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Divina Galica, 
Surtees TS19 
3.0 Ford DFV 


Tony Rouft 
Ralt RT1 
2.0 Ford BDG 


Derek Bell 
Penske PC3 
3.0 Ford DFV 


Keith Holland 
McRae GM1 
5.0 Chevroiet 


_ Wink Bancroft 
Chevron B40 
2.0 Hart 420R 


Norman Dickson 


March 772 
2.0 BMW 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Val Musetti 
March 751 
3.4 Ford V6 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


lain McLaren 
Chevron B35 
2.0 Ford BDX 


Hervé Legueliec 
March 762 
2.0 Ford BDX 


Guy Edwards 
March 751 
3.4 Ford V6 


Derek Cook 
Hesketh 308C 
3.0 Ford DFV 


Don Gray 
Chevron B28 
5.0 Chevrolet 


Brian McGuire 
McGuire BM1 
3.0 Ford DFV 


Tom Belso 
Lola T332: 
5.0 Chevrolet 


Tom Belso 
Lota T332 
5.0 Chevrolet 


‘Ray Mallock 
Chevron B40 
2.0 Hart 420R 


Alo Lawler 
Lola T462 
2.0 Ford BDX 


Tony Rouff 
Rait RT1 
2.0 Ford BDG 


Norman Dickson 
March 772 
2.0 BMW 


Alo Lawler 
Lola T462: 
2.0 Ford BDX 


Tony Rouff 
Sana RDQ 
2.0 Ford BDG 


Kim Mather 
March 742 
2.0 Ford BDA 


Keith Holland 
Lola T332C 
5.0 Chevrolet 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Hervé Legueliec 


March 762 
2.0 Ford BDX 


Tom Belso 
Lola T332 
5.0 Chevrolet 


Alo Lawler 
Lola T462 
2.0 Ford BDX 


Alo Lawler 
Lola T462 
2.0 Ford BDX 


Danny Sullivan 
Boxer PR276 
2.0 Hart 420R 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Dennis Leech 
Chevron B28 
5.0 Chevrolet 


Alo Lawier 
Lola T462 
2.0 Ford BDX 


» 
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crossroads 
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land kicked his heels for three races before 
Chris Featherstone offered to wheel out his old 
McRae for the Maidstone driver, and some 
friends rallied round with a little cash to get the 
‘GM 1 onto the track. Holland raised not a few 
eyebrows with his car, which he drove indecent- 
ly fast in the final four races; he was running 
second at Thruxton before the first of two 
engine failures. It’s criminal that Keith has not 
been able to drive an Fl car in Group 8, 
because he would have been showing most of 
the young bloods the way round... . 

Norman Dickson did nine of the G8 races 
interspersed with F2 events with his BMW- 
engined March 772, sponsored by Dickson’s of 
Perth and Gleneagle Helicopters. For the most 
part, he drove smoothly and well, but there was 
a ‘low’ when he crashed at Snetterton in the 
second round, as well as a ‘high’ when he 
qualified second at Thruxton in September, and 
led for a while. 

Another underfinanced effort was Tom Bel- 
so’s. the Dane driving John Jordan’s ex-Trevor 
Tereste< TI ole Ta crethesr cece commretitresly 
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1. Tony Trimmer GB 12 8 — 2 
2. Guy Edwards GB — 22 — 12 
3. Valentino Musetti GB 8 — 12 22 
4. Tony Rouff USA — 6 — — 
5. Emilio de Villota E22—-— — 
6. Divina Galica -GB — 15 — — 
7. Bruce Allison AUS — — 15 15 
8. Keith Holland GB 15 10 — 6 
9. Norman Dickson GB 4— — — 
10. Tom Belso DK 10 12 — — 
11. Alo Lawler IRL 6 3 — — 
12. Robin Smith GB — 4-10 — 
13. Damien Magee GB —- —- — — 
14. Hervé Leguellec F—- — 3 8 
15. Brian Henton GB —- —- —- — 
Kim Mather GB — — 6— 

17. Don Gray GB —- —- —- — 
Wink Bancroft USA —- — — — 

19. lain McLaren GB 2— 8 — 
Dennis Leech GB —- — — — 

21. Adrian Russell GB —- — — — 
22. Brian McGuiret AUS — — — — 
Allan Kayes GB — — — 4 
Derek Cook GB + —- — — 
Ray Mallock GB —- —- —- — 

26. Andy Barton GB 3— 4 — 
27. Danny Sullivan USA — —_ — 
28. Jim Kelly GB — 2e2— 
Mike Wilds: GB —- —- — — 

30. Kevin Bowditch GB —- —- —- — 
‘Gregg Young USA — — — — 
32. David Prophet GB —- —- - — 
John Bowtell GB.—- —- — => 

— Derek Bell GB — —-: 22 10 


* Ineligibility penalty of 20 per cent of maximum possible points total. 


. Penske PC3 F1 car, and won with it first time 


ENTRANTS CHAMPIONSHIP 
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35.2 ae 1S 102 72 
12—— — — 10 — — — 63 
109 — — — — 4 12 10 8 52 
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4— 6 6— 2 8 6 — 41 
1---—- 3 -—--—- — — 21 
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—- 8—- —- —- 3— — — 11 Tyres were a significant factor in Group 8 last 
—- — —- — — 110 — — 14 year. . 
Rt AEE RR a SOS Ok oe RY popular Australian who lost his life in a practice 
Rte gitye St ae RR eee 10 accident at Brands Hatch in August which also 
—_— —- — — — — 4 4 1 =9 claimed a track marshal. Brian, who cam- 
— - 8- - - - = 8 paigned his McGuire BM1 F1 car (originally a 
eae SAS enor ae ee ed Taste) Lee A Eee os Williams FWO4), was one of those people who 

ae. ee ns et ORS ee he Oe seemed an essential part of the Group 8 scene, 
ioe = yess i as Yao ge and he is sorely missed. 
hos Tate at eae: gi tths) Sure Wu What is especially frustrating about G8 is that 
UN CRSA ane ERS RNAS Ae it is very hard to judge the drivers against their 

SRA 8 counterparts in Formula 1, because they race 

Tah Cag hiobaeg Mec Mt ky Par att against each other so rarely. Of the front 
Se ar a ae as ee emt runners, Villota and’ Trimmer both attempted 
ace a te ee ee ae Pc aah SNE, to qualify for the British Grand Prix, and failed. 
—- —- —- —- —- 3—- — — 3 But it would be unfair to jucze them by that 
—-—- — ere OrOolhlUhcrOlhlUc COlhUlU Chl yardstick, because there were problems in both 
a ee Oe See ee ne ae Sere cases. Lap times do not bear comparison either, 
oat SR aig i tras Sa eh es really, since the G8 cars run to significantly 


different regulations (see John Miles’s track test 
of Trimmer’s car, page 32). The most important 
of these concern the tyres, which were (and will 
continue to be) ‘standardised’ for G8. 

In fact, tyres played an important part in G8 
this year. Apart from causing excessive vibra- — 
tion and therefore chassis problems on some of 
the cars (including, notably, Trimmer’s), there 
were rather too many cases of punctures, 
chunking and so on. Hopefully, this problem 
will not exist next year, when the Goodyears 
will be the current F1 construction, on 9.5ims 
instead of 9.2ins front wheels and 11ins rims to 
get a better ‘spread’ and improved reliability. 
There will be a second (harder) dry tyre avail- 
able as well as the usual wet alternative. 

This year has been an interesting one for 
Group 8, in which the formula has got to its 
feet. True, the race organisers had to waive the 
107 per cent qualifying rule in order to get 
reasonably sized grids, and even then the aver- 
age was only around 16. But on the whole, the 
standard of driving has been remarkably good. 
with backmarkers behaving well and very few 
serious accidents (and a complete lack of start- 
line ones). There is plenty of talent available for 
1978, and the primary requirement is a general 
all-round increase in the status of the category 
from that of a glorified club formula, which & 
how many people seem to regard it even now 
Can this be achieved? 


Prospects for the future 


I well remember watching my first Formule 
5000 race. It took place at Brands Hatch on 
Easter Monday in 1969, at the very start of the 
reign of Peter Gethin. It was the second ever 
F5000 race held, and it gave Peter his second 


o 


than the age of the car suggested possible. 
Despite all kinds of niggling problems caused 
by lack of funds, Tom never gave up, and 
smiled even more broadly than usual after the 
June Thruxton race, which he led for a couple 
of laps. The money ran out in August, and 
Belso missed the last four rounds. 

These were the top ten in the ShellSport 
International series, but there were several 
more runners of significance. Derek Bell did 
five of the races with the Hexagon of Highgate 


out at Oulton Park. At Mallory in July, he 
finished third, but was disqualified by the 
Stewards in an absurd equivalent of the infa- 
mous Stephen South F3. incident. During the 
warm-up lap, Alo Lawler had run over Bell’s 
nosecone, bending the frame, and in post-race 
scrutineering it was found to be fractionally too 
high on one side. Derek was disqualified from 
the race results and forfeited the statutory 
number of championship points. Madness. . : . 

Lawler himself was a regular and consistent 
runner in his unwieldy, Swindon-powered Lola 
T462 F2 car, the Irishman sponsored by L&B 
Excavations; his season was spoiled by a heavy 
shunt which stopped the Good Friday Oulton 
race. After the Holland/Gibbs schism, Damien 
Magee took over the E. L. Gibbs Racing Lola 
T332C, but Damien also had a generally miser- 
able time of it, although he did salvage some- | 
thing with a second. place at Snetterton at the 
end of the year. 

cei i 


At the 
crossroads 


continued 


victory. We were all impressed with the cars, 
and very enthusiastic that such a category had 
replaced the old Formule Libre. 

At that time, Formula 5000 was open to 5- 
litre stock-block engines or 2-litre racing units. 
At the same meeting, there was an Historic 
racing car event, in which Mike Fraser was 
competing in a Lotus-Climax 16. There did not 
seem to be any regulation against Fraser com- 
peting in the main race, although it did not 
occur to him to do so. Perhaps it should have. If 
he had maintained his winning average speed 
from the Historic race, he would have finished 
fourth... 

This, of course, was an indication not of the 
lack of speed of the F5000 machines, but of 
their poor reliability. That fault is not uncom- 
mon among new categories but, in the case of 
F5000, it just wouldn’t go away. For the next 
seven seasons, F5000 teetered on the knife- 
edge of viability, because the money which 
could by made was insufficient to tempt more 


Tony Rouff scored a shock tesult with his Ralt at Thruxton in June and was the top F2 driver in the series. 


But for a controversial disqualification at Mallory in July, Derek Bell would have been well placed. Here the Penske (right) dices with Val Musetti’s March at Donington. 


than a hatful of top teams to take part, and 
those which did achieved a very mediocre 
reliability record. 

Compared with equivalent national categor- 
ies abroad, the prize money has always been 
frustratingly low. The effect has been to switch 
the financial burden from promotional invest- 
ment to individual team sponsorship. The 
mathematical structure of the prize money scale 
was worked out very much on the right lines, 
but so few top teams competed for the potential 
income to ‘be gained from overall victory—not 
quite enough to cover the event expenses of a 
professional setup—that the effect in this case 
was to attract an unacceptable number of 
makeweights, ‘racing’ to finish in the lower 
order money. < 

In 1976 and 1977, the Group 8 series suffered 
from the same malaise, and the adoption of the 
‘free formula’ concept resulted in rather less of 
an improvement in the situation than had been 
hoped. But it certainly checked the decline of 
the major MCD championship. Moreover, the 
inclusion .of Formula 1 and Formula 2 cars 
produced a great many hopeful signs that MCD 
and the BRSCC were at last evolving a national 
single-seater championship worth the name. 
The makeweights have still been there, of 
course, and the prize money problem has still 


- plagued the formula, but—as MCD boss John 


Webb says—Group 8 has been ‘reasonably 
successful’’. 


LAGER. 


Its predecessor, of course, was always on the 
brink of success. With just one or two more top 
teams, we would say, F5000 will be really 
something. That has been said every year since 
1969, so it’s nothing new. At the end. of an 
interesting 1977 season, with something new in 
the offing for 1978, it is even worth having a 
smack at saying it again. 

Webb and the BRSCC have made a brave 
attempt to eliminate the makeweights by out- 
lawing the very 5-litre cars on which the original 
concept was based, and restricting the series to 
the cars introduced only two seasons ago. Next 
year’s Aurora AFX Formula 1 championship 
will be for F1 and F2 cars only. 

While this is in fact a very courageous move, 
there are four main reasons why the. time is 
exactly right for such a step to be taken, on 
which to base realistic hopes that the 1978 series 
will be a success. So here we go again: is MCD’s 
national single-seater formula about to give us a 
top British series of real quality? 

At this stage, it is difficult to place these four 
factors in the order of the effect they will have 
on the Aurora series. But all of us in motor 
racing must primarily be thinking of the specta- 
tor, for it is -he who ultimately pays our way. 
Time was when the British racing fan could 
watch half a dozen proper Formula 1 races 
during a season, but now that the Formula 1 
Constructors Association have taken almost 
total control of the sport’s most important 
category, and the British economy has not yet 
recovered from a severe slump, we find our- 
selves down to a meagre two. At the same time, 
the disgraceful destruction of World status 
sports car racing at the insensitive hands of the 
CSI has drastically reduced the spectator appeal 
of what we now call Groups 5 and 6—to the 
extent that neither of the World Championship 
of Makes events run last year in Britain attract- 
ed a big crowd, and no British promoter is crazy 
enough to stage a.Group 6 race. Other interna- 
tional FIA championship classes such as Group 
2 have never been particularly appealing to 
British circuit owners, although the Jaguars did 
produce something of a resurgence last Septem- 
ber at Silverstone. ; 

The British enthusiast, of course, wants to 
see British participation, which not only ex- 
plains the revival of the Tourist Trophy as a 
truly successful event, but also the lack of 
success in Britain of Formula 2, in which British 
driver participation is at an all-time low. 
Formula 2 is an outstandingly promotable cate- 
gory, perhaps more so now than ever before in 
spite of the willingness of only a very few Grand 
Prix drivers to take part. There are plenty of 
British constructors im the formula. but outside 


BS 


Formula 1 thére is precious little marque loyalty 
among spectators, and it is British drivers they 
will pay to watch. In F2, they can be counted on 
the fingers of one hand. 

Generally, then, as far as the British racegoer 
is concerned, international motor racing’s ap- 
peal has declined in recent years. If Webb and 
the BRSCC’s Peter Browning can now produce 
a really good national championship, with plen- 
ty of good British drivers in Formula 1 cars, it is 
almost bound to be welcomed by the enthusiast 
with open arms. With proper promotion, MCD 
will also bag the even greater prize of the 
‘fringe’ enthusiast, and hold him, too. 

Promotion is a decisive second factor because 
it can set the ball rolling round the circle: 
promotion equals spectators equals sponsorship 
equals competitors, equals promotion. . . 

Rothmans and Shell, who have been the 
backers of this MCD championship since its 
inception, were ideal sponsors in many ways. 
But in hindsight it is clear that, all the while, the 
spectator appeal of:F5000 and G8 was limited 
by the characteristics of the formula of the day, 
making aggressive (and expensive) promotion a 
pointless business in terms of cost effectiveness. 

This problem was especially frustrating be- 
cause everybody was aware of it and seemingly 
unable to solve it, and this includes the com- 
petitors themselves. Take, for example, the 
1977 ShellSport International Champion, Tony 
Trimmer: ‘‘Everybody in the formula was very 
well intentioned, but you can’t promote some- 
thing that isn’t there. The standard of the G8 
grids was all to do with the prize money, which 
was hopeless—just unsuitable for what we were 
trying to do. There was a consistent set of top 
runners putting on a good show, but it wasn’t 
enough. For example, four of the last five races 
of the 1977 series resulted in the first two cars 
crossing the finish line within a second of one 
another, but the competitive runners stopped at 
around fifth or sixth place because the reliabil- 
ity was so poor—and the reliability was poor 
basically because the low prize money made 
people run their cars on small budgets. The 
close finishes were good—and we had them at 
the end of races far longer than events in any 

_other British category—but in the final analysis 
those lead dices were all the spectator had to 
look at. 

“Before the days of G8, the FS5000 cars 
weren't quite right, either. I believe that speed 
and noise are two of the most impoftant ingre- 
dients necessary to attract the crowds. The 
F5000 cars were almost as fast as Formula 1, but 
the spectators I have spoken to—and I speak to 


many of them—all say that they just didn’t | 
cars is awe- | 


sound mght. A grid of Formula | 


Divina Galica drove the ShellSport/Olympus Surtees with great verve throughout the year. Here she heads the Lolas of Damien Magee and Alo Lawler at Thruxton. 


inspiring to the less informed spectator whether 
there are aces or novices in the cockpits. When 
you see a guy unable to speak to his neighbour 
in the grandstand, standing up with his fingers 
in his ears, you can watch him get excited. He’s 
involved—the noise gets to him. 

“The other thing about both G8 and the 
F1/F2 series for next year is that, to the man in 
the street, Formula 1 is the tops—you can see it 
on his face in the paddocks. At the Mallory pop 
day, ours was the only race the teeny-boppers 
watched. But we must have proper recognition 
from the organisers if we are to put on a good 
show for the crowd—for example, twenty- 
minute practice sessions for F1 cars are just a 
joke. We must have status. 

‘‘With more Formula 1 cars next year, hope- 
fully, there will be the scope for promotion, 
because that’s what the people want to see. I 
understand that Aurora are going to incorpo- 
rate their sponsorship in television advertising, 
and of course that’s got to be the best thing 
going for the series. I know I speak for the vast 
majority of the drivers when I say that we 
would be willing to co-operate in promotions as 
much as drivers do in the States, where the 
promotional side is very much a part of a 
competitor’s commitment. We would all like to 
put on a really good show—the kind of show 
which will reveal today’s overpaid prima don- 
nas in Grand Prix racing for what they really 
are!” 

The new sponsor—the Aurora model car 
racing manufacturers—are going to spend a lot 
of money next year on promotion (two to one 
on the sponsorship itself) and Trimmer is not 
alone in welcoming that intention. Certainly, 
the PR and advertising investment by both 
MCD and the series sponsors in recent years 
has not been commensurate with the primary 
British national championship. Last year, for 
example, MCD probably spent as much effort 
in promoting saloon car racing, which is a very 
strange state of affairs and fully indicative of the 
promoter’s lack of faith in his own series. It 
must also be said, to be fair, that even the 


Specialist press in this country has been reluc- 
tant to ‘con’ its readers by devoting a lot of” 


space to promoting G8 races: motor racing fans 
learn quickly. 

A central theme in the new series will be 
aggressive promotion, and a proven specialist 
PR company has been engaged to get the 
Aurora series across to the public. Both MCD 
and Aurora are determined to ensure that the 
appeal of the series never stagnates, and that 
there will always be something for the PR 
company to shout about. But every effort to 


pack in the crowds will flounder unless there is | 
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- a good basic structure to the championship. 


Present conditions are very favourable for this 
to be achieved, which brings us to the third 
factor which suggests that the Aurora AFX 
Formula 1 championship will be a success— 
namely the influence now so uncompromisingly 
wielded by the Formula 1 Constructors 
Association. 

During 1977, there was unprecedented frus- 


tration for non-members of the F1CA trying to 


break into Grand Prix racing. The Association 
extends its power year by year, and is now 
strong enough not only to state its own terms, 
but also to protect its own interests by decree- 
ing who will race and who will not. Peter 
Gaydon of Motor Race Consultants, who re- 
presented several non-member teams last sea- 
son, had one or two successes in the courts in 
defiance of this power, but the lack of strong 
opposition to the FICA means that the writing 
is indelibly on the wall for the ‘privateer’. The 
acceptability or otherwise of this situation need 
not be discussed here, but there is currently no 
effective counter to this trend, and we can 


‘expect it to become increasingly difficult to 


break into the monopoly which the FICA 
enjoys. 
Given this situation, it is easy to envisage the 


Aurora AFX -series as a most useful ‘second 


division’ in the Formula 1 league, and in this 
connection the value of including the team 
‘Formula 1’ cannot be over-estimated. First, it 
must also be a viable category for the competi- 
tors. Provided this is achieved, various things 
could occur. A British, or even a foreign, racing 
car constructor in the process of moving up the 
ladder would be able to use the series to 


evaluate his Formula 1 project, for example. . 


The same, naturally, applies to young up-and- 
coming drivers, for the series should be presti- 
gious and *€ompetitive enough for names to be 
made, and a British Fl season would be very 
considerably cheaper than a year of European 
F2. It may be that the FICA itself will view the 


- British championship as the proving ground 


both for new chassis and drivers. Certainly, @ 
will be possible to go Formula 1 racing and call 
it sport. 

The ‘second division’ concept is embodied i= 
the fourth favourable factor, which is the new 
FIA driver licensing system. The new senmes. 
like F2, F3, Atlantic and sports car racing, falls 
into the new scheme of things at Class B licence 
level, which means that with certain race results 
under his belt in British F1 a driver can move 


straight into World F1 racing with a Class A 


licence. The most important factor here is cost. 
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DATE/VENUE 


Mallory Park 
Mar 13 


Snetterton 
Mar 27 


Oulton Park 
Apr 8 


Brands Hatch 
Apr 11 


Mallory Park 
May 22 


Thruxton 
Jun 6 


Brands Hatch 
Jun 26 


Oulton Park 
Jul 9 


Mallory Park 
Jul 24 


Donington Park 
Jul-31 


Brands Hatch 
Aug 29 


Guy Edwards produced some fiery drives in the multi 


Emitio Villota 
Lyncar 006 
3.0 Ford DFV 


Guy Edwards 
March 751 
3.4 Ford V6 


Derek Bell 
Penske PC3 
3.0 Ford DFV 


Val Musetti 
March 751 
3.4 Ford V6 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Tony Rouff 
Ralt RAT1 
2.0 Ford BDG 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Emilio Villota 
McLaren M23 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Emilio Villota 
McLaren M23 
3.0 Ford DFV 


Guy Edwards 
March 751 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 


hued March, as he demonstrates in the penultimate round at Snetterton. 


was consistently faster than 1976 F5000 times 
and far and away the fastest 5-litre this year. It 
was a shame that the B37 (previously raced by 
Peter Gethin) was not more reliable, even in 


the races Bruce did finish. 
The next best 5-litre man, Keith Holland, 
probably has all of Allison’s ability and certain- 


ly much more experience, but thanks to a 
traumatic season he could only get among the 
F1 cars on a few occasions. Keith started off, as 


SECOND 


Keith Holland 
Lola T400 
5.0 Chevrolet 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Val Musetti 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Damien Magee 
Lola T332C 
5.0 Chevrolet 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


THIRD 


Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


Tom Beiso 
Lola T332 
5.0 Chevrolet 


Val Musetti 
March 751 
3.4 Ford V6 


Guy Edwards 
March 751 
3.4 Ford V6 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


Keith Holiand 
, Lola T332C 
5.0 Chevrolet 


Val Musetti 
March 751 
3.4 Ford V6 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Val Musetti 
March 751 
3.4 Ford V6 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


Norman Dickson 


March 772 
2.0 BMW 


Emilio Villota 
McLaren M23 
3.0 Ford DFV 


Brian Henton 
Penske PC3 
3.0 Ford DFv 


FOURTH 


Tom Belso 
Lola T332 
5.0 Chevrolet 


Keith Holland 
Lola T332C 
5.0 Chevrolet 


Robin Smith 
Lola T330 
5.0 Chevroiet 


Derek Bell 
Penske PC3 
3.0 Ford DFV 


Keith Holland 
Lola T332C 
5.0 Chevrolet 


Norman Dickson 


March 772 
2.0 BMW 


Tony Rouff 
Rait RT1 
2.0 Ford BDG 


Divina Galica. 
Surtees TS19 
3.0 Ford DFV 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Derek Bell 
Penske PC3 
3.0 Ford DFV 


Keith Holland 
McRae GM1 
5.0 Chevrolet 


Wink Bancroft 
Chevron B40 
2.0 Hart 420R 


Norman Dickson 


March 772 
2.0 BMW 


Bruce Allison 
Chevron B37 
5.0 Chevrolet 


before, with Len Gibbs’s Lola T400 at the 
opening round (which Keith led for much of the 
way before Villota elbowed a way past), after 
which Gibbs took delivery of a brand new 
T332C. This failed to live up to its expectations, 
and its very poor reliability record led to a split 
between Holland and Gibbs after half a dozen 
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Val Musetti 
March 751 
3.4 Ford V6 


‘Tony Trimmer 
Surtees TS19 
3.0 Ford DFV 


lain McLaren 
Chevron B35 
2.0 Ford BDX 


Hervé Legueliec 
March 762 
2.0 Ford BDX 


Guy Edwards 
March 751 
3.4 Ford V6 


Derek Cook 
Hesketh 308C 
3.0 Ford DFV 


Don Gray 
Chevron B28 
5.0 Chevrolet 


Brian McGuire 
McGuire BM1 
3.0 Ford DFV 


Tom Belso 
Loia T332 
5.0 Chevrolet 


Tom Belso 
Lola T332 
5.0 Chevrolet 


“Ray Maliock 
Chevron B40 
2.0 Hart 420R 


Alo Lawler 
Lola T462 
2.0 Ford BDX 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Norman Dickson 
March 772 
2.0 BMW 


Alo Lawler 
Lola T462 
2.0 Ford BDX 


Tony Rouff 
Sana RDQ 
2.0 Ford BDG 


Kim Mather 
March 742 
2.0 Ford BDA 


Keith Holland 
Lola T332C 
5.0 Chevrolet 


Tony Rouff 
Rait RT1 
2.0 Ford BOG 


Hervé Legueliec 


March 762 
2.0 Ford BDX 


Tom Belso 
Lola T332 
5.0 Chevrotet 


Alo Lawler 
_Lola T462 
2.0 Ford BDX 


Alo Lawier 
Lota T462 
2.0 Ford BDX 


Danny Sullivan 
Boxer PR276 
2.0 Hart 420R 


Tony Rouff 
Ralt RT1 
2.0 Ford BDG 


Dennis Leech 
Chevron B28 
5.0 Chevrolet 


Alo Lawler 
Lola T462 
2.0 Ford BDX 


Divina Galica 
Surtees TS19 
3.0 Ford DFV 


- disappointing outings on a small budget. Hol- 
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Apr 08 Oulton Park 


Pos. 


. Tony Trimmer 
. Guy Edwards 
. Valentino Musetti GB 
Tony Rouff USA 
. Emilio de Villota E 
. Divina Galica - GB 
. Bruce Allison AUS 
. Keith Holland GB 
. Norman Dickson GB 
. Tom Belso DK 
. Alo Lawler IRL 
. Robin Smith GB 
. Damien Magee GB 
. Hervé Leguellec 
. Brian Henton 

Kim Mather 
. Don Gray 

Wink Bancroft 
. lain McLaren 

Dennis Leech 
. Adrian Russell 
. Brian McGuiret 

Allan Kayes 

Derek Cook 

Ray Mallock 
. Andy Barton 
. Danny Sullivan 
. Jim Kelly 

Mike Wilds: 
. Kevin Bowditch 
‘Gregg Young 
. David Prophet 
John Bowtell 
Derek Bell 
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* Ineligibility penalty of 20 per cent of maximum possible points total. 


At the 
crossroads 
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land kicked his heels for three races before 
Chris Featherstone offered to wheel out his old 
McRae for the Maidstone driver, and some 
friends rallied round with a little cash to get the 
GM1 onto the track. Holland raised not a few 
eyebrows with his car, which he drove indecent- 
ly fast in the final four races; he was running 
second at Thruxton before the first of two 
engine failures. It’s criminal that Keith has not 
been able to drive an Fl car in Group 8, 
because he would have been showing most of 
the young bloods the way round. . 

Norman Dickson did nine of the G8 races 
mterspersed with F2 events with his BMW- 
engined March 772, sponsored by Dickson’s of 
Perth and Gleneagle Helicopters. For the most 
part, he drove smoothly and well, but there was 
2 ‘low’ when he crashed at Snetterton in the 
second round, as well as a ‘high’ when he 
qualified second at Thruxton in September, and 
led for a while. 

Another underfinanced effort was Tom Bel- 
__ $0’s, the Dane driving John Jordan's ex-Trevor 
Tecete< Ti oho TSW) wether meres comrete ee! y 


than the age of the car suggested possible. 
Despite all kinds of niggling problems caused 
by lack of funds, Tom never gave up, and 
smiled even more broadly than usual after the 
June Thruxton race, which he led for a couple 
of laps. The money ran out in August, and 
Belso missed the last four rounds. 

These were the top ten in the ShellSport 
International series, but there were several 
more runners of significance. Derek Bell did 
five of the races with the Hexagon of Highgate 


. Penske PC3 F1 car, and won with it first time 


out at Oulton Park. At Mallory in July, he 
finished third, but was disqualified by the 
Stewards in an absurd equivalent of the infa- 
mous Stephen South F3. incident. During the 
warm-up lap, Alo Lawler had run over Bell’s 
nosecone, bending the frame, and in post-race 
scrutineering it was found to be fractionally too 
high on one side. Derek was disqualified from 
the race results and forfeited the statutory 
number of championship points. Madness. . : . 

Lawler himself was a regular and consistent 
runner in his unwieldy, Swindon-powered Lola 
T462 F2 car, the Irishman sponsored by L&B 
Excavations; his season was spoiled by a heavy 
shunt which stopped the Good Friday Oulton 
race. After the Holland/Gibbs schism, Damien 
Magee took over the E. L. Gibbs Racing Lola 
1T332C, but Damien also had a generally miser- 
able time of it, although he did salvage some- 
thing with a second. place at Snetterton at the 
end of the year. 


ENTRANTS CHAMPIONSHIP 


. Melchester Racing ..............:cssecceeeee 

. The Titbits/MD4 March..........:......... 
David Price Racing ................scssceseeee 
Graham Eden Racing .................::-0 

. Bruce AlliSON .....62...fcc.cssc0e00tb.30052 01a 72 
E. L. Gibbs Ltd Racing ...........é..)s.s008 

. Dicksons of Perth..................5 ee 52 
. John Jordan’ n.8o..... oe ass esse 

. Emilio Villota....... Guanentinke cipal dan 

. L&B Excavations Ltd ............ 2 eeeeeeeeee 

etc. , : 
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Tyres were a significant factor in Group 8 last 
year. . 


popular Australian who lost his life in a practiee 
accident at Brands Hatch in August which also 
claimed a track marshal. Brian, who cam- 
paigned his McGuire BM1 F1 car (originally a 
Williams FWO4), was one of those people who 
seemed an essential part of the Group 8 scene, 
and he is sorely missed. 

What is especially frustrating about G8 is that 
it is very hard to judge the drivers against their 
counterparts in Formula 1, because they race 
against each other so rarely. Of the front 
runners, Villota and’ Trimmer both attempted ~ 
to qualify for the British Grand Prix, and failed. 
But it would be unfair to jucze them by that 
yardstick, because there were problems in both 
cases. Lap times do not bear comparison either, 
really, since the G8 cars run to significantly 
different regulations (see John Miles’s track test 
of Trimmer’s car, page 32). The most important 
of these concern the tyres, which were (and will 
continue to be) ‘standardised’ for G8. 

In fact, tyres played an important part in G8 
this year. Apart from causing excessive vibra- 
tion and therefore chassis problems on some of 
the cars (including, notably, Trimmer’s), there 
were rather too many cases of punctures, 
chunking and so on. Hopefully, this problem 
will not exist next year, when the Goodyears 
will be the current F1 construction, on 9.5ins 
instead of 9.2ins front wheels and 11ins rims to 
get a better ‘spread’ and improved reliability. 
There will be a second (harder) dry tyre avail- 
able as well as the usual wet alternative. 

This year has been an interesting one for 


‘Group 8, in which the formula has got to its 


feet. True, the race organisers had to waive the 
107 per cent qualifying rule in order to get 
reasonably sized grids, and even then the aver- 
age was only around 16. But on the whole, the 
standard of driving has been remarkably good. 
with backmarkers behaving well and very few 
serious accidents (and a complete lack of start- 
line ones). There is plenty of talent available for 
1978, and the primary requirement is a general 
all-round increase in the status of the category 
from that of a glorified club formula, which & 
how many people seem to regard it even now_ 
Can this be achieved? 


Prospects for the future 


I well remember watching my first Formule 
5000 race. It took place at Brands Hatch o 

Easter Monday in 1969, at the very start of the 
reign of Peter Gethin. It was the second ever 
F5000 race held, and it gave Peter his second 


> 


a 
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victory. We were all impressed with the cars, 
and very enthusiastic that such a category had 
replaced the old Formule Libre. 

At that time, Formula 5000 was open to 5- 
litre stock-block engines or 2-litre racing units. 
At the same meeting, there was an Historic 
racing car event, in which Mike Fraser was 
competing in a Lotus-Climax 16. There did not 
seem to be any regulation against Fraser'com- 
peting in the main race, although it did not 
occur to him to do so. Perhaps it should have. If 
he had maintained his winning average speed 
from the Historic race, he would have finished 
fourth... 

This, of course, was an indication not of the 
lack of speed of the F5000 machines, but of 
their poor reliability. That fault is not uncom- 
mon among new categories but, in the case of 
F5000, it just wouldn’t go away. For the next 
seven seasons, F5000 teetered on the knife- 
edge of viability, because the money which 
could by made: was insufficient to tempt more 


But fora controversial disqualification at Mallory in July, Derek Bell would have been well placed. Here the Penske (right) dices with Val Musetti’s March at Donington. 


than a hatful of top teams to take part, and 
those which did achieved a very mediocre 
reliability record. 

Compared with equivalent national categor- 
ies abroad, the prize money has always been 
frustratingly low. The effect has been to switch 


the financial burden from promotional invest- ' 


ment to individual team sponsorship. The 
mathematical structure of the prize money scale 
was worked out very much on the right lines, 
but so few top teams competed for the potential 
income to be gained from overall victory—not 
quite enough to cover the event expenses of a 
professional setup—that the effect in this case 
was to attract an unacceptable number of 
makeweights, ‘racing’ to finish in the lower 
order money. 

In 1976 and 1977, the Group 8 series suffered 
from the same malaise, and the adoption of the 
‘free formula’ concept resulted in rather less of 
an improvement in the situation than had been 
hoped. But it certainly checked the decline of 
the major MCD championship. Moreover, the 
inclusion of Formula 1 and Formula 2 cars 
produced a great many hopeful signs that MCD 
and the BRSCC were at last evolving a national 
single-seater championship worth the riame. 
The makeweights have still been there, of 
course, and the prize money problem has still 


. plagued the formula, but—as MCD boss John 


Webb says—Group 8 has been “reasonably 
successful’’. 


Its predecessor, of course, was always on the 
brink of success. With just one or two more top 
teams, we would say, F5000 will be really 
something. That has been said every year since 
1969, so it’s nothing new. At the end: of an 
interesting 1977 season, with something new in 
the offing for 1978, it is even worth having a 
smack at saying it again. 

Webb and the BRSCC have made a brave 
attempt to eliminate the makeweights by out- 
lawing the very 5-litre cars on which the original 
concept was based, and restricting the series to 
the cars introduced only two seasons‘ago. Next 
year’s Aurora AFX Formula 1 championship 
will be for F1 and F2 cars only. 

While this is in fact a very courageous move, 
there are four main reasons why the time is 
exactly right for such a step to be taken, on 
which to base realistic hopes that the 1978 series 
will be a success. So here we go again: is MCD’s 
national single-seater formula about to give us a 
top British series .of real quality? 

At this stage, it is difficult to place these four 
factors in the order of the effect they will have 
on the Aurora series. But all of us in motor 
racing must primarily be thinking of the specta- 
tor, for it is -he who ultimately pays our way. 
Time was when the British racing fan could 
watch half a dozen proper Formula 1 races 
during a season, but now that the Formula 1 
Constructors Association have taken almost 
total control of the sport’s most important 
category, and the British economy has not yet 
recovered from a severe slump, we find our- 
selves down to a meagre two. At the same time, 
the disgraceful destruction of World stgtus 
sports car racing at the insensitive hands of the 
CSI has drastically reduced the spectator appeal 
of what we now call Groups 5 and 6—to the 
extent that neither of the World Championship 
of Makes events run last year in Britain attract- 
ed a big crowd, and no British promoter is crazy 
enough to stage a Group 6 race. Other interna- 
tional FIA championship classes such as Group 
2 have never been particularly appealing to 
British circuit owners, although the Jaguars did 
produce something of a resurgence last Septem- 
ber at Silverstone. 

The British enthusiast, of course, wants to 
see British participation, which not only ex- 
plains the revival of the Tourist Trophy as a 
truly successful event, but also the lack of 
success in Britain of Formula 2, in which British 
driver participation is at an all-time low. 
Formula 2 is an outstandingly promotable cate- 
gory, perhaps more so now than ever before in 
spite of the willingness of only a very few Grand 
Prix drivers to take part. There are plenty of 
British constructors in the formula. bet outside 


Formula 1 there is precious little marque loyalty 
among spectators, and it is British drivers they 
will pay to watch. In F2, they can be counted on 
the fingers of one hand. 

Generally, then, as far as the British racegoer 
is concerned, international motor racing’s ap- 
peal has declined in recent years. If Webb and 
the BRSCC’s Peter Browning can now produce 
a really good national championship, with plen- 
ty of good British drivers in Formula 1 cars, it is 
almost bound to be welcomed by the enthusiast 
with open arms. With proper promotion, MCD 
will also bag the even greater prize of the 
‘fringe’ enthusiast, and hold him, too. 

Promotion is a decisive second factor because 
it can set the ball rolling round the circle: 
promotion equals spectators equals sponsorship 
equals competitors, equals promotion. . . 

Rothmans and Shell, who have been the 
backers of this MCD championship since its 
inception, were ideal sponsors in many ways. 
But in hindsight it is clear that, all the while, the 
spectator appeal of+F5000 and G8 was limited 
by the characteristics of the formula of the day, 
making aggressive (and expensive) promotion a 
pointless business in terms of cost effectiveness. 

This problem was especially frustrating be- 
cause everybody was aware of it and seemingly 
unable to solve it, and this includes the com- 
petitors themselves. Take, for example, the 
1977 ShellSport International Champion, Tony 
Trimmer: ‘‘Everybody in the formula was very 
well intentioned, but you can’t promote some- 
thing that isn’t there. The standard of the G8 
grids was all to do with the prize money, which 
was hopeless—just unsuitable for what we wére 


, trying to do. There was a consistent set of top 


runners putting on a good show, but it wasn’t 
enough. For example, four of the last five races 
of the 1977 series resulted in the first two cars 
crossing the finish line within a second of one 
another, but the competitive runners stopped at 
around fifth or sixth place because the reliabil- 
ity was so poor—and the reliability was poor 
basically because the low prize money made 
people run their cars on small budgets. The 
close finishes were good—and we had them at 
the end of races far longer than events in any 
_ other British category—but in the final analysis 
those lead dices were all the spectator had to 
look at. 

“Before the days of G8, the F5000 cars 
weren't quite right, either. I believe that speed 
and noise are two of the most impoftant ingre- 
dients necessary to attract the crowds. The 
F5000 cars were almost as fast as Formula 1, but 
the spectators I have spoken to—and I speak to 
many of them—all say that they just didn’t 
sound right. A gid of Formula | cars is awe- 


Divina Galica drove the ShellSport/Olympus Surtees with great verve throughout the year. Here she heads the Lolas of Damien Magee and Alo Lawler at Thruxton. 


inspiring to the less informed spectator whether 
there are aces or novices in the cockpits. When 
you see a guy unable to speak to his neighbour 
in the grandstand, standing up with his fingers 
in his ears, you can watch him get excited. He’s 
involved—the noise gets to him. 

“The other thing about both G8 and the 
F1/F2 series for next year is that, to the man in 
the street, Formula 1 is the tops—you can see it 
on his face in the paddocks. At the Mallory pop 
day, ours was the only race the teeny-boppers 
watched. But we must have proper recognition 
from the organisers if we are to put on a good 
show for the crowd—for example, twenty- 
minute practice sessions for F1 cars are just a 
joke. We must have status. 

“With more Formula 1 cars next year, hope- 
fully, there will be the scope for promotion, 
because that’s what the people want to see. I 
understand that Aurora are going to incorpo- 
rate their sponsorship in television advertising, 
and of course that’s got to be the best thing 
going for the series. I know I speak for the vast 
majority of the drivers when I say that we 
would be willing to co-operate in promotions as 
much as drivers do in the States, where the 
promotional side is very much a part of a 
competitor’s commitment. We would all like to 
put on a really good show—the kind of show 
which will reveal today’s overpaid prima don- 
nas in Grand Prix racing for what they really 
are!” 

The new sponsor—the Aurora model car 
racing manufacturers—are going to spend a lot 
of money next year on promotion (two to one 
on the sponsorship itself) and Trimmer is not 
alone in welcoming that intention. Certainly, 
the PR and advertising investment by both 
MCD and the series sponsors in recent years 
has not been commensurate with the primiary 
British national championship. Last year, for 
example, MCD probably spent as much effort 
in promoting saloon car racing, which is a very 
strange state of affairs and fully indicative of the 
promoter’s lack of faith in his own series. It 
must also be said, to be fair, that even the 


Specialist press in this country has been reluc- 
tant to ‘con’ its readers by devoting a lot of 


space to promoting G8 races: motor racing fans 
learn quickly. 

A central theme in the new series will be 
aggressive promotion, and a proven specialist 
PR company has been engaged to get the 
Aurora series across to the public. Both MCD 
and Aurora are determined to ensure that the 
appeal of the series never stagnates, and that 
there will always be something for the PR 
company to shout about. But every effort to 
pack in the crowds will flounder unless there is 


a good basic structure to the championship. 


Present conditions are very favourable for this 
to be achieved, which brings us to the third 
factor which suggests that the Aurora AFX 
Formula 1 championship will be a success— 
namely the influence now so uncompromisingly 
wielded by the Formula 1 Constructors 
Association. 

During 1977, there was unprecedented frus- 


- tration for non-members of the F1CA trying to 


break into Grand Prix racing. The Association 
extends its power year by year, and is now 
strong enough not only to state its own terms, 
but also to protect its own interests by decree- 
ing who will race and who will not. Peter 
Gaydon of Motor Race Consultants, who re- 
presented several non-member teams last sea- 
son, had one or two successes in the courts in 
defiance of this power, but the lack of strong 
opposition to the FICA means that the writing 
is indelibly on the wall for the ‘privateer’. The 
acceptability or otherwise of this situation need 
not be discussed here, but there is currently no 
effective counter to this trend, and we can 
expect it to become increasingly difficult to 
break into the monopoly which the FICA 
enjoys. 

Given this situation, it is easy to envisage the 


-Aurora AFX -series as a most useful ‘second 


division’ in the Formula 1 league, and in this 
connection the value of including the team 
‘Formula 1’ cannot be over-estimated. First, it 
must also be a viable category for the competi- 
tors. Provided this is achieved, various things 
could occur. A British, or even a foreign, racing 
car constructor in the process of moving up the 
ladder would be able to use the series to 
evaluate his Formula 1 project, for example. 
The same, naturally, applies to young up-and- 
coming drivers, for the series should be presti- 
gious and’éompetitive enough for names to be 
made, and a British Fl season would. be very 
considerably cheaper than a year of European 
F2. It may be that the F1CA itself will view the 
British championship as the proving ground 
both for new chassis and drivers. Certainly, it 
will be possible to go Formula 1 racing and call 
it sport. 

The ‘second division’ concept is embodied im 
the fourth favourable factor, which is the new 
FIA driver licensing system. The new senes. 
like F2, F3, Atlantic and sports car racing, falls 
into the new scheme of things at Class B licence 


‘level, which means that with certain race results 


under his belt in British F1 a driver can move 
straight into World F1 racing with a Class A 
licence. The most important factor here is cost. 


’ 


While Mike Wilds (ex-Purley Chevron B30) and Damien Magee (Lola T332C) go waltzing, Keith Holland threads the elderly McRae through in the final round at Brands. 


AURORA AFX 
FORMULA 1 
CHAMPIONSHIP 1978 


RACE REGULATIONS AND SCORING 

The Championship -is open only to cars complying with FIA 
Formula 1 and Formula 2 regulations (1976, 1977, 1978 as 
applicable). National tyre regulations will apply to all cars. 

Drivers must be in possession of a current RAC or FIA 
International licence (Class A or B). 

To qualify in each event, cars must achieve a performance 
within 110% of the average of the three fastest qualifiers. In the 
case of Formula 2 cars, the average of the three fastest F2 
qualifiers will be the criterion for establishing the 110% cute 
point. 

Points will be awarded to the top ten finishers in each baie on 
the basis 20-15-12-10-8-6-4-3-2-1. A further two points will be 
awarded for each round to the driver(s) who achieve(s) the fastest 
race lap(s). 

Competitors may count their best ten results in computing their 
end-of-season points total. In the event that fewer than 12 races 
are held, competitors must still discard two rounds. 

Optimum race distance for each event will be 50 laps or 100 
miles, whichever is the longer. 

For a copy of the detailed regulations of the Aurora AFX 
Formula 1 Championship, contact Peter Browning, British Racing 
& Sports Car Club, PO Box 133, Gerrards Cross, Bucks (Tel: 
Gerrards Cross 84433). 


PRIZE FUND 
Overall per race 
1st £2000 
2nd £1500 
3rd £1000 
4th £750 
5th £600 
6th £500 
7th £400 
8th £300 
9th £250 
10th £200 


Minimum guarantee for Formula 2 cars, per race 
tst £500 
2nd £350 
3rd £250 


Pole position 
£250 plus Moét & Chandon Pole Position Award of a 12-bottle 
case of champagne. 


End of season bonuses 
1st Formula 1 car. £1000 
1st Formula 2 car £1000 

2nd Formula 2 car £500 
3rd Formula 2 car £250 


2 


CALENDAR 
24 Oulton Park 
27 Brands Hatch 
16 Snetterton 
1 Mallory Park 
15 Zandvoort 
21 Donington Park 
29 Thruxton 
24 OultonyPark 
30 Mallory Park 
Aug 28 Brands Hatch 
Sept 10 Thruxton 
Sept 24 Snetterton 


Plus one other round—venue and date to be decided. 
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because it will be possible in 1978 to do the 
Aurora championship with an F1 car for as little 
as £40,000, while the Formula 2 teams are 
talking about over £100,000 for next season. 
And there is every reason to believe that, for a 
young driver, there will be more publicity to be 
had in British F1 in any case. 

What he will need, of course, is competition. 
It will be no good winning British F1 races if 
motor racing does not believe that the series is 
fully competitive. We have discussed four fac- 


‘tors which suggest that the championship will 


indeed be competitively successful. We must 
also consider the primary factor which could 
restrict its success, namely the continuing lack 
of realistic financial reward. 

In 1978, the total prize fund available will be 
rather more than £103,000 for 13 races, com- 
pared with £92,000 for 14 in 1977. Like last 
season, it will not be possible to run an F1 car 
and show a profit purely on prize money even if 
a team wins every race. The theoretical maxi- 
mum amount of money which can be won by a 
single team is £27,000, -plus the trade bonuses 
which might total £3,500. A series constructed 
so that these monies could completely pay a 
team’s way would severely stretch the promot- 


-er, but if you speak to any competitor about the 


prize fund he will tell you that it falls unaccepta- 
bly short of the cost of running an F1 car fora 
13-race season. You should at least be able to 
show a profit for a race victory. 

Even the 1977 champion could not generate 
enough income from the G8 series. Trimmer: 
“It was not possible for us to consider our race 
programme in terms of how much we would 
make, it was a question of how little it would 
cost us. The poor reliability factor of the G8 
championship comes down to finance, too. 
Even the front runners could not make money. 
In fact we ran at a heavy loss, even though we 
had no engine blow-ups and no serious shunts. 
It cost us around £2,500 per race last season, 
well over our budget, and if Swan Lager, Argos 
and Jetwain had not stepped in to help with the 
finance towards the end of the year we would 
have been in real trouble. As it was we finished 
the series rather by hoping for the best, and 
luckily there was no expensive failure on the 
car. 


‘The shortage of money resulted in one or 
two cases of second-rate preparation, with 
some teams not replacing parts as and when 
they should have—the cause of the unreliabi- 
lity. Our season was a little more expensive 
than certain others, because we spent a lot of 
time, effort and money on preparing the Sur- 
tees to Grand Prix standards—we won MCD’s 
£250 award for the best-prepared car. But I 
believe that the financial basis of the champion- 
ship should allow everybody to afford to pre- 
pare their cars well. If there was a lot more 
money to be won, I am convinced that you 
would get more leading teams taking part, and 
of course you would get a better finishing 
percentage too—in fact a much higher standard 
all round. Don’t get me wrong—the money is 
not all that far off, and we have been told that 
the £2,500 per win scale for next year is the 
minimum. Hopefully there is more to come.” 

Next season, Aurora will contribute around a 
third of the prize fund, and MCD the remain- 
der. In the past, John Webb has vigorously 
defended the level of prize money available, 
largely on the grounds that there was a finite 
number of teams which would take part in the 
series, and that a point would be reached where 
he would be paying more for the same. Many 
people refuted this idea and, with the likelihood 
of the 1978 series having a far broader appeal to 
the competitor, it is less valid as an argument 
now. 

Insufficient money is the weakness of the 
1978 series, but it has many strong points which 
should produce a significant increase in team 
sponsorship. The ability of the latter to over- 
come the former is the crucial factor which will 
determine the success of the Aurora AFX 
championship. Everybody—promoter, spon- 
sor, competitor, press—will be pulling in the 
same direction next year, the spectator will 
benefit, and we could just have the best oo 
major MCD series. 


our centre spread 


This week’s colour centre spread features the 
Chevron B37 of Bruce Allison, the young 
Australian newcomer who made such an 
impact on the ShellSport International series 
with this Chevrolet-engined car that he won 
the first prize in the prestigious Grovewood 
Motor Racing Awards recently. Allison pro- 
duced a competitive season in the Group 8 
championship even though it was run on 2 
small budget, and it was thanks largely to the 
sponsorship of the London exotic car dealers, 
David Clark Cars, he completed it. 
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champion. 


Former Team Lotus Grand Prix driver JOHN MILES tests Tony Trimmer’s 
ShellSport championship winning Surtees TS19 at Brands Hatch. 


I first met Tony Trimmer in 1965, when he 
walked into John Willment Racing and 
asked for a job. The first car he worked on 
was my 1650cc Diva GT. Although he did 
not stay long, he struck me at the time as a 
man who would in the end succeed as a 
racing driver. Sheer persistence has paid 
off in his case, as it often does for somebody 
- from such ‘humble’ beginnings. After 
working as a mechanic at Motor Racing 
Stables for a couple of years, he built his 
own Formula Ford Brabham, which 
launched him into four very successful 
seasons of FF1600 and, later, Formula 3. 
These periods in a driver’s career seldom 
last, and after a couple of Formula 1 drives 
for Team Lotus there followed three awful 
years in the wilderness created by the 
withdrawal of the ill-fated, ultra-slim Lotus 
73 Formula 3 cars halfway through the 
1972 season. Fourth in the 1973 Race of 
Champions in an Iso Marlboro did little to 


compensate for struggling with the wheel-— 


shedding Maki and uncompetitive Safir. 
Knowing myself how demoralising it can be 
to fail to qualify for.a Grand Prix, for 
whatever reason, or just to drive occasion- 
ally while one constantly hopes for a regu- 
lar drive, I can only say that the 1977 
season has been a just measure of his 
capabilities. 
The 1977 Shellsport. International winning Sur- 
tees TS19 (chassis no 005) is, in fact, a 1976 
specification car. It is sponsored by the as-yet 
unidentified group of individuals who call them- 
selves Melchester Racing, and organised by 
Brian Morris, a long-time mentor of Trimmer. 

The car differs from the latest Formula 1 car 
in four main areas: wing design, springing, 
brakes and suspension. The most recent tyre 
developments have required the use of stiffer 
springs, and revised geometry. The 1977 cars 
also have twin-pot front calipers and, perhaps 
most important, have been the subject of sgme 
fairly intensive aerodynamic attention. Because 
it conforms to Group 8 regulations (which do 
not stipulate position), the rear wing on Trim- 
mer’s car is 20cms farther back than is currently 
permitted in Formula 1. Presumably the 
Formula 1 car has retained its balance, which 
suggests that the recent wings are better than 
the one Trimmer is using. Looking at the 
Surtees overall and all recent Grand Prix cars 
compared with those of five years ago, you see 
that quite dramatic progress has been made in 
‘cleaning up’ the overall shape to improve wing 
effectiveness. The use of unstalled wings is now 
universal, thanks to clean airflow. 

Preparation is in the capable hands of two ex- 
Surtees men, Alan Charles and Gerry Brown, 


Facing page. top: Miles takes the IS1Y through 
Druids. Below left: The Surtees sits outside its perma- 
nent home at Brands Hatch. Centre right: There is 
nothing elaborate about a modern FI cockpit. Bottom 
right: Tee warms Ko 


every COP emaies be Alce Smith. 


Cosworth DFVs were rebuilt | 


who are, in their quiet way, justifiably proud of 
a very professionally turned out car. It is 
important to remember that Trimmer’s car is 
probably run on a quarter of a normal Formula 
1 budget for one car, but appears to lack for 
nothing in the way of careful and dedicated 
attention. The two Cosworth DFVs are looked 
after by Alan Smith, and have been rebuilt 
every 600 miles. They are only revved to 
10,800rpm as opposed to the 11,000rpm or even 
11,200rpm of the Grand Prix chaps. No engine 
failures have occurred, but the considerate 
usage they receive must, I’m sure, have a lot to 
do with this. Failures have been confined to the 
chassis only. 


Tyre vibration 


Tyre vibration has been a problem since 
1970; it occurs on the rear when maximum 
power and cornering force are being transmit- 
ted through the tyre. From the outside it is 
heard as a deep ‘throbbing’, but in the car is 
only felt as violent vibration that can be so bad 
that one simply cannot focus one’s eyes! Chassis 
failure is inevitable sooner or later under these 
conditions, and I noticed there were some signs 
of early season repair to the rear suspension 
pick-up points and components. The Surtees 
rear suspension is hung from two sandwich 
plates on the gearbox, one between the gear 
cluster housing and "box body, and one be- 
tween the bellhousing and *box. It says some- 
thing for the basic strength of the DF V-Hew- 
land FG400 combination that all failures have 
occurred outboard of this unit. 

‘* Unfortunately Group 8 regulations lay down, 
rather as-in Formula 3, the use of one type of 
tyre construction and compound (G50 dry and 
G45 wet). This limits the possibilities of trying 
to cure the vibration problem, as it is caused to 
a large extent by an incompatible tyre construc- 
tion to chassis character. 

The Group 8 championship was the brain- 
child, for better or worse, of John Webb, who 
has seen Formula 5000 come from nothing, 
then wither and die in the early seventies. In an 
effort to create something that would allow 
other formula cars not to be wasted, this super- 
libre category came to pass. Trimmer, and a 
few other drivers, have dominated the racing to 
some extent because they have the best cars and 
a great deal of experience, which has also 
helped them to finish more often. The paying 
public come to see exciting racing, preferably 
for the lead. The fact is that you cannot expect 
budget-run, highly sophisticated racing cars to 
have the same reliability factor as those run in 
international championships. The driver and 
preparation talent is often there, but money is 
always short, especially for a British driver in a 
British car. 

For 1978 the championship will be for 
Formula i and Formula 2 cars only. Not that 
there were many competitive ones left. The 
Formula 5000 car has become obsolete at a 
stroke, which seems rather unfair on the men 
who have supported the series over the years, 
and for whom it was originally created. 

Today’s tyres depend on the generation of 


some heat to make them work. With the | 


: 


temperature at Brands a little above freezing 
and a damp track, adhesion was going to De 
difficult to find—very difficult, as you will find 


out later! We all stood around for ten minute 


trying to maintain circulation and decide whet 
er to wait until after lunch for an improvemme 
but snow was falling in Rainham so an imme 
ate start was decided upon. The tyre decision 
difficult under these conditions. Wets are lat 
to ‘roll’ and break up, and dries are difficult 
heat up. They also need far more. ‘intimac 
excuse me, with the car to remain on the cire 
in the damp. After.a couple of exploratory 
Tony decided on wets, saying that he wor 
race on dries but the former would be better 
wear for me while exploring the circuit and car. 

1 am 6ft tall and 11 stone, Tony is 6ft and 103 
stone. There was absolutely no way that his seat 
would fit my hips. After its removal, and with 
the aid of some rubber, the semblance of a fit 
was obtained. The drill on a DFV is to plug in 
the slave battery, switch on the ignition and 
electric high-pressure fuel pump, wait for fuel 
pressure, start the engine, then switch off the 
electric pump as the mechanical one takes over 
above 2500rpm. 

I had noticed that Tony was using third gear 
for Paddock and Surtees, getting. into top only 
briefly down the straight. Initially I tried this. 
but found that considerable care was needed on 
the throttle. Fourth gear at these points suited 
me and the conditions better. Entering Pad- 
dock at around 6000rpm, although a bit ‘dead’. 
allowed me to concentrate on other things. 
More forceful use of the throttle after two or 
three laps produced an instability at the rear, 
which felt like a wet tyre being subjected to 
conditions to which it just was not suited. I 
found it disconcerting to discover how little 
power one could use. The importance of tem- 
perature on tyre performance cannot be too 
highly stressed. A visit to the pits showed that 
they were still quite cold. If wet tyres could not 
heat up there was little hope for dries. A few 
more laps only. gave time to form the general 
impression of the car as being very taut, com- 
fortable, unlike the BRM P160, riding well over 
undulations, and pointing very well into the 
apex of a corner. 


Graceful spin 


Driving a Formula 1 car round Brands club 
circuit leaves one little time to think about 
anything else but the next feature. I have to 
admit that, while leaving Graham Hill Bend. 
attempting to use a little more throttle than 
usual in third (instead of fourth), I committed a 
graceful spin. Innes Ireland once wrote 3000 
words on the technique for controlling a spin, 
finishing by saying, in effect,‘‘That’s what the 
experts do—I just stand on the brakes and pray 
not to hit anything”’. If the ground could have 
opened up and let me in, I would have been 
quite happy! The lads were very nice about it. 
and even allowed me another few laps to regain 
some lost confidence. A measure of the lack of 
adhesion was that after the spin there were ao 
flats on the tyres, and remember these were 
wets being used in apparently near-dry | 
conditions. 

A damp lap of Brands in a very quick car 
gives one no time to relax, as I have said before. 
Cooper Straight is a curve which keeps one 
busy, in fourth, or third and fourth all the way_ 
Surtees rushes up, covered in water, one brakes 
for it as firmly as one dares, then eases on the 
power smoothly through to the approach t 
Clark. You must brake, select third gear, amd 
turn in, at the same time trying to poe 
accurately at the apex and get the power © 
early. The approach to Brabham Straight ® 
‘bites’ out to the outer edge at Clark, caltt 
back as far to the right as adhesion will allow. 
ready to give oneself enough room to keep= 
power fully on, through the gentle right-fa 
curve that leads to the short undulating straight. 

In the time taken to read the last ten words 
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the straight is over and the brakes are on over 
the hump into Paddock. Strangely, Paddock 
and Druids were relatively straightforward, and 
I was able to relax my crawling spine for a few 
seconds while in these corners, which must be 
some compliment to the car. Paddock even on 
such a day is rather a nice experience—clipping 
the apex and then feeling the load coming on to 
the car hard and strong as the camber and angle 
of the road move to assist the car. Then comes 
the rush up the hill to Druids, down two gears, 


turn in from the middle of the circuit, keeping 


and exiting tight, so as to be lined up reasonably 


well for Graham Hill Bend. I felt happiest — 


cramming in two gearchanges between Druids 
and Graham Hill Bend so as to leave my hands 
less tied up for the next few, crowded seconds, 
back on the Cooper Straight. 

Throughout the test, the brakes felt excel- 
lent, although they were not exactly extended. 
At no time did I use more than 10,000rpm, not 
out of any feeling for the engine, but I simply 
could not make much use of another 1000rpm 
in the time available in the car. I am afraid it is 
impossible for me to make any really construc- 
tive comments about the balance of the car, 
apart from my previous compliments. Tony 
assures me, and I[ tend to believe him, that 
under ideal conditions the car will accept full 
throttle on anything but the slower corners with 
no problem, and has no particular vices. 

As an example of the financial problems that 
face next year’s runners, Trimmer has arranged 


[cramPion] 


with Melchester to stand the cost of updating 
his existing car to 1977 specification. together 
with the two DFVs. However, they are unable 
to provide finance to run the car. It actually 
costs over £2000 per race to run a Formula 1 car 
in this series, and with prize money at this 
year’s levels the economics are difficult. If this 
year’s championship winner is having trouble 
finding sponsorship, it is difficult to imagine 
where the investment in 12 to 15 new cars is 
going to come from. I am a pessimist.by nature. 
admittedly, but hope that the new series will get 
off to a good start. It would be a pity for this 
particular operation to be under-financed next 
year, as there are now experience, results and 
ability to build on. 

Thank you, Melchester, Tony, Alan and 
Gerry for reawakening my dormant senses and 
providing me, for too few laps, with a represen- 
tative Formula 1 car—the ultimate in mo 
racing. P| 


Space 


Cowan, in Yugoslavia, on his way to his second major marathon win—-the Singapore Airlines Rally. 


Marathon Master 
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Scotsman Andrew Cowan is probably better known in the Antipodes than he is here. The six times winner of the 
Southern Cross and victor of two marathons has experienced a vast cross-section of long distance endurance 
events. In the wake of his latest triumph on the Singapore Airlines rally, GRAHAM ROBSON talked to him about 
endurance rally driving and transcontinental success. 


If you had to ask the British man-in-the- 
street who was our best known rally driver, 
you’d get an easy answer—Roger Clark. 
But if you asked the same question of an 
Australian or a New Zealander he would 
probably say—Andrew Cowan. And 
there’s a very good reason for this. Not only 
did Andrew win this year’s London-Sydney 
Marathon (the ‘Singapore Airlines Rally’), 
but he also won the 1968 event (sponsored 
by the Daily Express). 

But that’s not all. Along the way he 
found time to win the Heatway Rally ‘of 
New Zealand twice—in 1972 and also last 
year (in a Mini-Cooper and an Avenger 
respectively)—and he has also won Austra- 
lia’s Southern Cross event a staggering six 
times (and that’s no misprint). 

There have been other triumphs and 
tragedies along the way, like co-driving 
Peter Procter in a Ford Mustang to win the 
Touring Car category of the 1964 Tour de 
France, like having a simply horrific and 
very bloody accident in the wilds of Argen- 
tina on the Daily Mirror World Cup Rally 
of 1970, and like spending several frustrat- 
ing days out in the Sahara on the 1974 
World Cup Rally with a broken halfshaft in 
his RS2000, and no spares with which to 
mend it. ’ 

Yet Cowan is not a generally highly rated 
British-events driver. It’s true that he won 
the Scottish Rally twice—in 1962 and 1963 
in his own Sunbeam Rapier—but he has 


MAJOR RESULTS 
1962 1st International Scottish (Sunbeam Rapier) 
Private 
(Sunbeam Rapier) 
Private 
(co-driver in 
Ford Mustang) 


1963 1st International Scottish 


1964 1st Touring Category, 
Tour de France 
1968 1st London-Sydney 
Marathon 
1969 2nd Scottish Rally 
1st Southern Cross Rally, 
Australia 
1970 5th RAC Rally 
1972 1st Heatway Rally, 
New Zealand 
1st Southern Cross Rally 
1973 3rd Scottish Rally 
1st Southern Cross Rally 
1974 3rd Canadian Winter Rally 
6th Total Rally, South Africa 
ist Southern Cross Rally 
1975 4th Safari Rally, East Africa 
1st Southern Cross Rally 
1976 3rd Safari Rally 
1st Heatway Rally 
1st Southern Cross Rally 
ist Scottish Rally 
Championship 
1977 4th Safari 
1st London-Sydney 
‘Singapore -Airlines Rally’ 


(Hillman Hunter) 
(Hillman Imp) 


(BLMC 1800) 
(Alpine-Renault) 


(Mini-Cooper S) 
(Coit-Gatant) 
(RS1600) 

(Colt Lancer) 
(Fiat 128) 
(Colt-Galant) 
(Colt Lancer) 
(Colt Lancer) 
(Coit Lancer) 
(Colt Lancer) 
(Hillman Avenger) 
(Colt Lancer) 


(Colt Lancer) 
(Colt Lancer) 


(Mercedes 280E) 


not won an International event in the 
British Isles from that day to this. _ 

So is it any wonder that we don’t mention 
him in the same breath as a Clark, an 
Elford or a Hopkirk? Has it been his fault 
that he always seems to win the events 
which are sparsely reported? ‘‘Anyway,”’ 
says Andrew, ‘‘it’s not all that important, 
because I’m not a professional rally driver. 
I’m a farmer!” 


And he is. There’s no sham about it. Without 
Andrew, work on the Berwickshire farm near 
Duns doesn’t exactly grind to a halt, but it just 
takes the rest of the family a lot longer to get 
by. “‘Apart from father and I, we have only one 
full-time man here. To do this year’s London- 
Sydney I had to miss the harvest. That’s the first 
time I’ve done that—ever.”’ 

It’s no exaggeration, I think, to dub Cowan 
as a “Marathon Master’, though it might 
embarrass him a bit to read this in print. 
Though he moved smoothly from being a 
Rootes private owner in 1963 to being a Rootes 
factory driver in 1964, and had some success in 
Rapiers, Imps, and especially Sunbeam Tige 
in the next few years, he wasn’t in the best team 
to set about making his name as a British 
superstar. 

There was no chance to move to Ford (Henry 
Taylor was at his ‘Finns are Kings’ stage at that 
time), and his move to British Leyland came 
too late—when the Cooper S was becoming 
uncompetitive, and when the dead hand of the 
Stokes ‘no-competitions’ attitude was fast 
approaching. 

His big win in the original London-Sydney 
marathon was as much due to the enormous 
strength of car and crew as to his own pace, and 
partly due to the last-minute misfortune of 
others. “I don’t suppose Des O’Dell, of all 
people, would expect to hear me saying this. 
but that Marathon victory was a great credit to 
his drive and dedication; the drivers came 
under his and Marcus Chambers’ constant urg- 
ing, and blossomed accordingly.” 

Cowan's car was outclassed on the 1970 
World Cup Rally, and frankly tired on the 1974 
but tank-bke 
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Mercedes for 1977 he obviously started as a 
strong fewourite. But even getting that drive 
wasn't straightforward: “I happened to be in 
Sydney at the time when the press conference 
announcing the Singapore Airlines Rally was 
held, and I was invited along. It was there that 
Citroen Australia—no, not Mercedes—ap- 
proached me and asked me to drive a CX. This 
would be about January 1977., They wanted me 
to go with Doug Stewart and Jim Reddiex—he 
was in the winning 1974 car. 

“I hung back, even though they pressed me 
for a decision, and just as I was leaving for the 
Safari, I had a call from Peter Ashcroft. You 
may not know that Ford were very seriously 
interested at one stage, and he wanted to know 
if I would go in an Escort with Roger Clark? So 
I said ‘Yes!’—quickly, because that would have 
made a lot of sense—but then Ford won the 
Safari, their Marathon sponsor withdrew, and 
anyway they decided to have a crack at the 
World Championship. 

“Then Citroen approached me again, I said 
‘no’ again—I’d decided to stay a home for the 


hharvest—but they kept at me. Then in June 


everything happened at once. Citroen wanted a 
quick decision, and all of a sudden I had an 
approach from Mercedes (UK). It was a very 
confused week which followed. At one stage I 
arrived at the other farm near Northampton to 
find Mercedes camped at the end of the drive! 
But after Eric Waxenberger had told me just 
what sort of factory assistance and preparation 
help they could give, I took up the Mercedes 
offer, with complete freedom to choose my own 
crew. 

‘‘Now a lot of people thought I was wrong to 
take Colin Malkin. And I know he knows what 
was said, but I had 100 per cent confidence in 
Colin after the first Marathon, and the impor- 
tant thing is that we get on well together in a 
car. I couldn’t take Johnstone Syer as my 
navigator because of his Leyland contract. My 
regular Australian navigator would have been 
great there, but not in the rest of the event. 
Then I talked to Mike Broad on the Scottish, 
and with all his experience of currencies, cus- 
toms, border formalities, he looked ideal—so I 
invited him along, and believe me, he was 
fantastic, just fantastic, right through.” 

In the run up to the event, though, every- 
thing seemed to go wrong. Cowan is a man who 
likes to be involved in everything, and to do full 
recces, but this time there were serious and 
depressing family problems which meant that 
he quite literally couldn’t get away at all. “Colin 
and Mike had to do everything for me, organise 
me, and keep ringing up with the latest news on 
the car. Apart from one trip to Stuttgart, two 
weeks before the event, Pd quite literally never 
sat in the car before the start, and I had not 
driven it at all!” 

And what about the car? 

“It felt just great. It was quick, it wasn’t too 
big, and even with power steering it handled 
well. We.could—we did—drive it like a forest 
car, all sideways through the stages, setting it 
up beforehand. No problems at all really, 
except when I landed it on the sump guard in 
the Middle East and pushed the sump on to the 
oil pump pick up.” 

Because of the complete lack of personal 
preparation, Cowan admits to have started by 
driving the Greek and Turkish stages far too 
fast. This of course is where the Cowan cunning 
began to show: ‘“‘Achim, Tony Fowkes, Zasada 
and the others carried on racing, and in the end 
that pace began to tell. They had all sorts of 
trouble, we had so little.” 


Once in Australia, too, the well-known 
Cowan strength and endurance was needed, 


_Yight up to its very limits. ““The ship was two 


days late arriving in Perth, which meant that the 
organisers cut down on rest halts, so in eight 
days, I had just five hours in a bed. I’m sure it 
was the sheer fatigue that got to Tony Fowkes 
in the end. But, listen, Colin and Mike were 
just great. Mike was more or less navigating all 
the time. and Colin drove when I was too tired 
to carry om. When I drove. it usually meant we 
had to go Get owt (1 dod the critical sections) 
whack smeaet Ghat Cole was m the back trying 
to steep and Sore Thcr mors thrown shout 


A regular on the Safari, Cowan finished fourth this year in a Colt Lancer. 


“| don’t think that I’m any slower 
than | was a few years ago, but | 
have to say that some people are a 
lot quicker than they used to be!” 
i : 


And had the event fallen to pieces in 
Australia? 

“No. No. No. I cannot say that too strongly. I 
simply did not say those things attributed to me 
in another British magazine. Incidentally the 
guy who wrote the piece was never on the 
event, and never left England throughout. How 
can you take people like that seriously?” 

So why had he won, and what was the secret? 

‘“‘There isn’t a secret, though-there’s no doubt 
that a three-man crew helped. Right through 
Australia, which was flat-out the whole way, we 
were more alert, more organised, and driving 
accordingly. We were lifting wheels over rocks, 
driving round pot-holes, all the things you need 
to do to preserve the car. Others were too tired, 
drove flat-out, and destroyed their cars. In the 
whole of the Australia section we had one 
broken shock absorber and one puncture—that 
wasn’t all luck, it was down to the way we drove 
the car.”’ 

Cowan insists that he is never hard on his 
cars. Though there are no slow rallies any 
more, he reckons you have to drive always with 
an eye to keeping the car in one piece. But heis 
also lucky in his health: “I don’t seem to get 
tired very easily. I can go on, and on, for much 
longer than most people. It’s not that I train for 
this—I certainly don’t go off for a run every day 
or anything extreme like that—but when you 
have to run a big farm like this you tend to be 
pretty fit anyway. And I never seem to need 
much sleep. I suppose if I have a secret at all. 
it’s being able to choose co-drivers whom I can 
trust implicitly (that helps enormously, so that 
you don’t have to hurry unnecessarily), and ft 
seem to be able to pace myself very well. When 
other people are falling over with tiredness. ? 
can keep going—it’s when.you’re dog tired that 
you’re slow, or you have silly accidents.” 

So does that explain why Cowan hasn’t done 
particularly well in British ‘sprint’ events? 

“‘No, I’m sure it doesn’t. After ail, I spent 
years with Rootes driving Rallye Imps, and you 
just had to drive them flat-out all the time. 
Incidentally, I don’t think Im any slower than I 
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Cowan’s association with ‘Rootes and, later, Chrysler cars, has been a long one. Above: ina Sunbeam Rapier with 
John Aitchison on the 1964 Scottish; below: five years later on the same event in an Imp; bottom . - . but not 
always. On the 1970 RAC with Hamish Cardno in an Alpine Renault. 


arathon 
master 


continued 


was a few years ago, but I have to say that some 
people are a lot quicker than they used to be!” 

But how about the Japanese connection” 
Cowan, after all, has won more events, and 
more prestige, in Mitsubishi Colts than in any 
other make of car. 

“It was in 1971, after the Southern Cross. 
when I’d retired early on in a Leyland Australia 
Mini. Mitsubishi had entered Galants for the 
first time, all their drivers shunted them, but 
they’d all led at one time or another. It was at 
Colin Bond’s barbecue afterwards, where I met 
several of the Mitsubishi bosses, that I jokingly 
said something like ‘Lend me a Mitsubishi next 
year and Ill win this rally for you!’ I thought 
nothing more of that, but by the time I got back 
home there was a message from Japan saying 
that they had thought this over, and they 
wanted me to do just that. You know the rest! 
Incidentally, I know you’re going to ask me why 
and how they can win—well, it’s simply because 
the -rally cars are quite quick, but so incredibly 
strong and reliable. 

“The Colt I’ve been using in Britain since last 
year let me down for the first time in two 
seasons on the Border Rally in October, with a 
blown head gasket. Alistair Robertson does a 
good job with the car at Kirkcaldy, but it’s so 
reliable. Trouble is that it doesn’t have anything 
like enough power. But when you’re out to win 
the Safari or the Southern Cross, that’s not as 
critical if the roads are bad.” 

Then came a few more comments which 
perhaps gets us to the root of the ‘marathon 
master’ syndrome: 

“I’m a very relaxed driver, and on long stages 
I start quick and get steadily quicker. some of 
the heroes grit their teeth and go like hell from 
the start, then they’re proud of having to be 
lifted out of the car at the end of a long stage. 


“.,. 1 accelerated into the dust— 
and suddenly | saw the car over on 
the right. The road had turned right, 
those had been her braking lights 
I'd seen, and we were going over 


the edge.” 


But I drive quicker in the last 50 miles of a 100- 
miler than almost anybody. 

“I think P’ll go on driving as long as J can 
choose the events I enjoy—incidentally my 
eyesight is still very good indeed—and as long 
as I enjoy it. I may not be as fast as some people 
these days, but I reckon I’m a hell of a lot 
safer!”’ 

Cowan’s record in marathons is so astonish- 
ing that I had to know what went wrong in 1970 
and 1974. In 1970 I recall Cowan’s accident * 
vividly because I was in charge of the Prime in 
Argentina on which his accident occurred. 
“‘There was no excuse. I’d been catching Jean 
Denton’s 1800 for some time, and we were in 
her dust. I kept catching glimpses of her tail 
lights . . . then suddenly there they were, really 
bright. So I accelerated into the dust—and 
suddenly I saw her car over on the right. The 
road had turned right, those had been her 
braking lights ’'d seen, and we were going over 
the edge. The car was wrecked and we were all 
lucky to get out alive.” 

1974, and the White Horse sponsored 
RS2000 in the UDT event, was a disaster in 
more ways than one: 

‘‘When we broke down in the Sahara we were 
nearly three hours in the lead. Later we found 
that the axle casing which broke was the same 
one which had been fitted into the car when 
Henry Liddon used it on his route-finding 
recoe. Then, of course, we I f 


Decause Of the Case tauure 


spare simait a the car, and that was bent, hot 
and wery brittle by the time we struggied into 
Tamanrasset. 

“You know all about the pantomime of 
getting radio ‘ham’ messages relayed back to 
Logan Morrison in Scotland; how Johnstone 
Syer sat in Algiers Airport for a day, night and 
a day, waiting for Logan and spare shafts, but 
he never even came inthe end.” __ 

What isn’t emphasised is that Cowan and 
Syer set off back across the Sahara with a 
crippled car, broke another shaft, were ma- 
rooned in the desert, found a brand-new elec- 
tric welding machine at an oasis, taught them- 
selves to weld, and manufactured one bodge-up 
shaft from the wreckage of two broken ones, 
then went on to make several fastest times in 
the latter stages. (“It made us a bit of money, at 
least, but we finished nowhere!’’) 

Later on in the discussion we started talking 
about drivers Andrew Cowan admires, and one 
further point about successful long-distance 
driving came out. We’d better not name the 
man in person, because he’s still very active, 
but this comment tells us a lot: ‘‘He’s certainly 
got an enormous amount of ability, but I wish 
he’d learn to start winning rallies on the last day 
instead of on the first!” 

So what happens next for the globe-trotting 
Scot, who is currently in Bandama with John- 
stone Syer using his 1977 Safari Colt. ‘“‘Next 
year, I’m not sure yet, though I'd like to do the 
Safari. But I’ve heard that there might be a 
World Cup Rally in South America, starting 
and finishing in Buenos Aires, after the football 
is all over, and that Fangio will be running it. 
Fangio is the Mercedes Benz importer to Ar- 
gentina, and I hear that Mercedes might be 
interested, and I think I could do well out 
Mere. "2 

“But that’s not all. I seem to get invitations 
nowadays from all sorts of weird sources and 
countries, to drive this car there, that car here, 
and so on. I only wish I had more time to 
indulge myself. 

“But; as I’ve said, I’m not a professional 
driver. ’'m a farmer.” : 

Not a bad career, so far, for a part-timer? ie Pct ca 


Above: Cowan returning home victorious after the 1968 London to Sydney marathon with Colin Malkin (left) and Brian Coyle. Below: the works Hillman Hunter leaving 
Perth at th restart of the same event 
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The Mercedes-Benz 280E utilises the smaller of the two body shells currently in production at Stuttgart. 


A car for every purpose 


When Mercedes-Benz 280E saloons were first 
and second in the London-Sydney Rally, I was 
invited to Stuttgart to welcome the conquering 
heroes. As briefly recounted in these columns 
at the time, a day of celebration culminated in 
my being driven round the extremely rough 
tally training track, by Andrew Cowan and 
Tony Fowkes. The speeds at which they drove 
over loose stones and rocks were almost beyond 
belief, yet both cars seemed in remarkably good 
condition, despite day after day of such 
treatment. 

I was most impressed, and wanted to try the 
280E over an extended period, to find out how 
this obviously indestructible car would behave 
under more normal conditions. A slight prob- 
lem at the outset was that this model is usually 
only imported into the UK with automatic 
transmission, but the rally cars had manual 
boxes. I was naturally keen to take perfor- 
mance figures that would be representative 6f 
the cars as rallied, so I was delighted when Erik 
Johnson ‘found’ one for me. This was a stan- 
dard model, without any special equipment, 
which had been used as a spare practice car and 
also for tyre wear testing. It had collected a few 
minor scars, but was otherwise a nice silver- 
grey example, and at least it was well run-in. 

The 280E was chosen as a rally car, because it 
has the smaller of the two body shells, and the 
most powerful engine that Mercedes-Benz fit to 
their four- and six-cylinder range of compact 
cars. Although it may seem compact when 


-compared with the larger-bodied versions, it is 


actually a pretty substantial automobile, with 
ample space for five people and their luggage. 
The engine is a very efficient twin-cam, six- 
cylinder unit, with valves inclined at S4deg and 
Bosch K-Jetronic fuel injection. It develops the 
high output of 177bhp at 6000rpm and the 
torgue curve peaks at 4500rpm, so it is essen- 
tially a high-speed design, with seven main 
bearings and an oil-cooler for sustained perfor- 
mance. When mated with a four-speed manual 


gearbox, it can produce unusually elevated 
maxima on the indirect ratios by virtue of its 
capacity for high revs. 

The rest of the car follows normal Mercedes- 
Benz practice, with independent suspension 
and disc brakes for all four wheels. The power- 
assisted steering gear incorporates a damper, 
which no doubt proved its worth on the rally 
cars. The driving position gives a good all- 
round view and the instruments are easy to 
read, while the controls are conveniently 
placed, notably the versatile single-stalk under 
the steering wheel that controls lights, direction 
indicators, windscreen wipers and washers, in- 
cluding those for the headlamp glasses. The 
equipment is full without being lavish, but a 
plus-feature is the central door-locking system. 

The car is easy to enter through the four wide 
doors. Once again I mention in passing that, 
like other German cars, the 280E has fairly 
hard seats and while I would prefer them to be 
softer, some of my friends like them very well 
as they are. The engine starts instantly, hot or 
cold, and pulls evenly straightaway; when 
idling, it is quiet mechanically but there is a low 
rumble from the exhaust, which is pleasant to 
hear. 

On moving off, the car is very flexible if 
driven slowly on the higher gears. However, 
there is not much punch at low revs and the 
engine comes to life when it is allowed to turn 
over fairly rapidly. In the middle ranges, it gives 
a very useful performance while remaining 
quiet, and many owners will be perfectly con- 
tent to drive always at such speeds. Neverthe- 
less, they will be missing the pleasure of han- 
dling one of those rare power units that simply 
revels in running up to 6500rpm on the gears. 
Then, it is not so quiet, but makes such joyful 
music as only a well-tuned six-cylinder engine 
can sing. 

Driven thus, the 280E can easily encompass 
0-60mph in less than 9.0s, which is a pretty 


stirring performance for such a substantial car 


with an engine of only 2746cc. The gearlever, 
very light to operate and as quick as you can 
move it, certainly contributes to the accelera- 
tion. My test car had an ignition cutout, but this 
would just permit 60mph to be touched in 
second gear. Third is a splendid ratio, reaching 
97mph before the cutout gives its warning, and 
ideal for rapid overtaking or for regaining 
cruising speed after a baulk. 

At town speeds, the suspension feels quite 
firm and an occasional thump can be heard. As 
soon as the car gets into its stride, however, it is 
realised that the springing is certainly not hard, 
though it is very adequately damped. At speed, 
it rides absolutely level and seems impervious 
to bumps, the suspension rates exactly match- 
ing the weight distribution. The anti-dive geom- 
etry is most effective and there is no tendency 
to curtsey during hard braking, in which respect 
the latest Mercedes are a considerable advance 
on their predecessors. The brakes are smooth 
and silent, but very powerful indeed when the 
need arises, though the hand-brake seems 
crude and rather an afterthought. 

The suspension characteristics which ensure 
safe braking are also ideal for maximum trac- 
tion. I was amazed at this aspect when I sat 
beside Andrew Cowan and Tony Fowkes and I 
found it equally useful for the routine of taking 
performance figures. Roads are seldom really 
dry at this time of year and there were wet 
patches, which could have spoilt the tests in the 
case of some cars. However, Thad no difficulty 
in controlling wheelspin with the 280E and the 
figures in the data panel show that very little 
performance can have been lost. 

Wet or dry, the cornering power is high and 
though the normal characteristic is one of 
moderate understeer, one can generally neutra- 
lise this by ‘applying the aids’, as they say in 
equestrian circles. It is on the fairly fast curves 
that this car excels, maintaining its three-figure 
cruising speed through quite considerable 


swerves. If any single feature was of great value 


| dtest 
in winning the Rally, I would say it was the 
steering, for the power-assistance must have 
reduced the fatigue of the drivers, yet there’s 
enough feel and accuracy for the most advanced 
techniques. The steering wheel may look unfa- 
shionably large, but personally I wouldn’t-dare 
alter anything for fear of spoiling an almost 
ideal setup. 

For once I have no complaint about the 
heating and ventilation, as my toes were kept 
warm on the coldest mornings while fresh 
breathing air stopped me from getting drowsy. 
Both hot and cold air inlets could be pressurised 
simultaneously, by a fan which was really silent, 
and the people in the spacious rear compart- 
ment had their own heating provision. The 
headlights are effective and when they are 
alight, their wipers and washers operate at the 
same time as those on the windscreen. As I 
have remarked previously, Mercedes-Benz 
have found the secret of keeping the rear 
window clean and dry without installing a 
wiper. " 

The Mercedes-Benz 280E is a car for every 
purpose and although it’s a full 4/5 seater 
touring car, it is sufficiently compact to handle 
well and to slice through traffic expeditiously. 
The man who buys it could have something 
more spectacular for less. money, but flashy 
looks get you nowhere on a long, hard drive 
against the clock. Above all, that efficient, fuel- 
injection engine is likely to stay on the right side 
of 20mpg and it loves nothing better than being 
allowed to run at maximum revs, das macht ein 
wundersame gewaltige melodie. fat 


——— 
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Specification and performance da 


Car tested: Mercedes-Benz 280E 4-door saloon, price £9695 | 
(manual gearbox to special order, same price as automatic). 
Engine: Six cylinders in line, 86x78.8mm (2746cc). Compression 
ratio 8.7 to 1. 177bhp DOIN at 6000rpm. Twin chain-driven 
overhead-camshafts. Bosch mechanical fuel injection with airflow 
metering. Oil cooler. Magnetic fan drive. ; 
Transmission: Single dry plate clutch. 4-speed synchromesh 
gearbox with central change, ratios 1.0, 1.46, 2.39, and 3.98 to 1. 
Chassis-mounted hypoid final-drive, ratio 3.55 to 1. Articulated 
driveshafts to rear hubs. 

Chassis: Combined steel body and chassis. Independent front 
suspension by wishbones, coil springs with auxiliary rubber 
springs, and anti-roll bar, Power-assisted recirculating-ball steer- 
ing gear with damper. independent rear suspension by semi- 
trailing arms, coil springs with auxiliary rubber springs, and anti-roll 
bar. Servo-assisted dual-circuit disc brakes. Bolt-on light-alloy 
wheels, fitted 195/70 HR 14 tyres. 

Equipment: 12-voit lighting and starting. Speedometer. Oil pres- 
sure, water temperature, and fue! gauges. Clock. Heating, demist- 
ing, and ventilation system. Intermittent and 2-speed windscreen 
wipers and washers, with headiamp wipers and washers. Flashing 
direction indicators with hazard warning. Centralised locking 
system. Reversing lights. 

Dimensions: Wheelbase 9ft 2ins. Track 4ft 10.6ins/4ft 8.9ins. 
Overall length 15ft 6ins. Width 5ft 10.3ins. Weight 1 ton 834 cwt. 
Performance: Maximum speed 124mph. Speeds in gears: third 
97mph, second 6Omph, first 36mph. Standing quarter mile 16.9s 
Acceleration: 0-30mph 2.8s, 0-50mph 6.9s, 0-GOmph 8.8s, O- 
60mph 16.08, 0-100mph 28.8s. 

Fuel consumption: 20 to 24 mpg. 


Above: The 280E retains the familiar nose design of recent years and features headlight washers as standard. 
Below: All the controls are conveniently situated. Bottom: The 2.8-litre straight six fits neatly under the bonnet. 
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Mercer 
undecided 
for 1978 


David Mercer, the experienced mod- 
sports driver who has campaigned MG 
Midgets and Elans recently, had intend- 
ed to race in FF2000 with a Dulon next 
year: With this in mind he purchased a 
chassis which Jetemy Truner wrote off 
at the Thruxton meeting last month. 
Having sorted this out Dave, the well- 
known dentist from Orpington, saw 
Chico Serra’s successful Rastro-Van 
Diemen RF77 and promptly bought it 
as he now fancies a go in FF1600. But it 
doesn’t end there! Having done a cou- 
ple of sessions with the Scorpion school 
at Thruxton, David impressed enough 
to win this month’s free race in one of 
their cars which he duly completed at 
his local circuit on Sunday. Mercer 
reported that FF1600 is rather hairy, 
especially in the wet, and so he concen- 
trated on a finish. He looks forward to 
racing the Van Diemen next season but 
is also trying to find a suitable sports car 
to share with Mike Chittenden in long- 
distance races. 


Jones lost. 
to Scottish 
speed events 


Following a minor heart attack a short 
while back Les Jones, the popular Stir- 
ling-based hillclimb/sprint driver, has 
been compelled to retire from the 
sport. He had been competing in Scot- 
land for the past six seasons, first in an 
Imp saloon before graduating through 
an Ecosse-Imp single-seater to the pre- 
*sent Cymru-Vixen-Imp which he has 
campaigned for the past couple of sea- 
sons. Les has taken the ‘double’ twice, 
winning both championships in the Imp 
and the Vixen and recording 27 wins 
from 50 starts over the years. He would 
like to thank Duckhams Oils, Champi- 
on, Chrysler Competitions Depart- 
ment, Don Rutherford of D. R. Equip- 
ment for their assistance and also Olly 
McLaren of Arbroath (engine) and 
George Graham (mechanic) for their 
magnificent preparation. 


Testing times 
at Thruxton 
next year 


Thruxton circuit has announced seven 
half-day unsilenced testing dates for 
1978. The Hampshire circuit will be 
open for general testing at a cost of £17 
to BARC members and £20 to non- 
members. Morning testing (M), is from 
9am to lpm and afternoon testing (A), 
from ipm to Spm. No engines may be 
run before or after these times. Book- 
ings should be made with the Circuit 
Manager with the appropriate fee 
which is not refundable. Proposed dates 
are as follows: Friday, February 17 
(M); Thursday, March 23 (A); Friday, 
April 7 (A): Friday, June 2 (A): Friday. 
August 25 (A); Monday. mber + 
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Guest speaker at the BRSCC’s annual 


‘dinner at the Royal Lancaster Hotel in 


London on Friday was Willie Rushton 
(left), a Lord’s Taverner who has vis- 
ited a couple of FF2000 races during 
the year. Motor racing, he has decided, 
is “not natural”, the machines in- 
volved. often making the noise of “‘20 
thousand -white rhinoceros evacuating 
their bowels”’. 

Doug Backhouse (below right), the 
club’s Chief Paddock Marshal, was 
presented with the Hawkes Trophy as 
HQ Marshal of the Year by Club 
President John Cooper. The Ellison 
Trophy, instituted in memory of club 
stalwart John Ellison, who died last 
year, was presented to Howard Straw- 
ford (bottom left) by John’s widow, Jo. 
Howard represented the South-Western 
Centre which the club committee decid- 
ed had made the most outstanding 
contribution to the club’s growth. In 
order to keep within an 18.5mins 
schedule, Executive Director Peter 
Browning (bottom right) did not allow 
speeches. Strawford somehow got per- 
mission but even with his few words, 
Browning still clocked a time of 17m 
40.53s for the presentations. 


Sports eXtra Pee 
BRSCC annual dinner 


Interest 


in new 


series 


Some 24 drivers attended Scarletts 
Nightclub last Wednésday to discuss 
next year’s Croydon Advertiser cham- 
pionship for local drivers which will run 
from March to November. Arrange- 
ments are well ahead with local com- 
panies being approached with a view to 
lending support pad already Peter 
Hand of Caterham ‘Auto Accessories, a 
long-time racing enthusiast, has 
pledged cash to the fund and a useful 
discount scheme to registered drivers. 

Bob Sparkes is confident that, at the 
end of the year, there will be something 
in it for everyone, but the accent will be 
on the first three finishers. A driver’s 
best 12 races will count and these can be 
at any circuit in Britain so long as an 
Advertiser sticker is displayed on the 
car. 

With news and reviews of the pro- 
gress promised in the 300,000 circula- 
tion Advertiser series it is hoped that a 
suitable platform will be provided for 
competitors to lobby commercial spon- 
sors individually. Judging by the enthu- 
siastic reception and with a further 
meeting planned for February even at 
this early stage things look predomi- 
nantly healthy. 


Rallycross 
double at. 
Brands 


For the first time in the circuit’s history 
Brands Hatch will be hosting two rally- 
cross events in one month in January. 
‘Monday, January 2 will be the first 
opportunity to see four-wheeled sport 


. at Brands in 1978 in the form of a 


Rallycross versus Hot Rods meeting. 


| The rallycross drivers will, no doubt, be 


treating this as a warm-up for Sunday, 
January 29, which sees the first round 
of the Castrol-BTRDA Rallycross 
Championship ”78. This will set the ball 
rolling for the ten-round series contest- 
ed by all the leading exponents of this 
mud-flinging, spectacular sport and will 
take place on the fastest rallycross 
course in the country. Leading entries 
for January 2 include Trevor Hopkins, 
Graham Strugnell, Will Gollop, Roger 
Dowson, Mick Bird, Louis Davidson, 
Trevor Reeves, George Warren, the 
Hathaways and John Greasley. 


RAC 
licences 


With the reconstitution of the govern- 
ing body as the RAC Motor Sport 


‘Association Ltd., (see P&P), has come 


a delay in the supply of licence applica- 
tion forms. As the new company will be 
self-supporting, there has been a slight 
increase in fees: Racing—international 
A, £50; B, £25, C, £20; national. £15; 
restricted, £9. Rally—int, £20; nat, £10: 
rest, £5.50. Speed—int, £15; nat, £10: 
rest, £5.50. A revised system for trade 
licences has been introduced. The en- 
trants licence (£20) will permit his name 
to be printed in programmes and 55 sq 
in of advertising to be displayed on the 
car. Three advertising permits (int: 
£100: mat: £50; rest. £25) have been 
tntroduced which will allow any form of 
acvertisime at aii at mectimes of 2 status 


Arrows 
at Brands 


At the Brands Hatch Clubhouse last 
Wednesday, a BRSCC Marshals’ team 
challenged a group of local drivers to 
what hopefully will be the first of many 
winter darts matches in the clubhouse 
bar. The marshals were headed by Don 
Baker and John Hailett while Wil Arif’s 
challengers included fellow FF drivers 
Doug Wood, Andy Ackerley and Imp- 
men Roger Horne, John Worster and 
Mick Chappell. The major stir of the 
evening was caused by Anne Ward and 
Sue (from Doug Wood Racing) who 
not only looked stunning but played 
masterful darts throughout the evening. 
The marshals proved victorious by a 
couple of games and all parties enjoyed 
the event thoroughly. Don and John 
are particularly keen to make the match 
a monthly club night and would wel- 
come challenges from any interested 
teams. Meanwhile a return match in 
being planned for January. 


Transpeed 
Elan? 
Not yet... 


Although the Davies family have not 
purchased David Mercer’s rapid Elan 
(Sports Extra last week) it is true that 
they are looking for another car to run 
alongside their Mini (which, incidental- 
ly, scored another class win at Brands 
on Sunday) and of a type suitable for 
long distance races both at home and 
abroad. Despite their ambitious plans 
to do the Le Mans classic with a British 
car, their assault will almost certainly 
have to be postponed until 1979 unless 
a major sponsor is found. In the mean- 
time they are looking for a sports car— 
they currently have two mid-engined 
models in mind—to run under Group 5 
regulations (the venerable Elan is ineli- 
gible after next season) as there are 
now three drivers vying for the driver’s 
seat of the Mini. Now let’s think—mid- 
engined eh!—Lotus Esprit, AC 


* ME3000, Europa? 


Rodding 
Reeves 


With the co-operation of sponsors Cas- 
trol and the Dove Group, 21-year-old 
Trevor Reeves has built a new 1500cc 
Mini in which to contest the national 


Hot Rod championships next year. The }- 


car was constructed primarily for the 
Rallycross/Hot Rod _ challenge last 
weekend and weighs a mere 9cwt. The 
1500cc engine develops a genuine 
145bhp and transmits its power through 
a limited-slip differential which should 
make it competitive with the leading 
Escorts. Trevor, a scientist from Croy- 
dom. ©mpects to remain in rallycross 
next pear alomesice his Hot Rod plans 
wal Gamer succor 


from his exist- 


=> © 


Briefly... 


@ Three different meetings are sched- 
uled at Brands Hatch over the Christ- 
mas/New Year holiday period. The tra- 
ditional Christmas Car Races take place 
on Tuesday, December 22, the New 
Year Motorcycle Races occupy New 
Year’s Day while the Rallycross/Hot 
Rod event takes place on Monday, 
January 2. 


@ Jack Lambert recently retired as the 
National Chairman of the BMRMC. In 
recognition of his 74 years’ service he 
was presented with a silver tray by the 
new Chairman, John Felix, and was 
elected a Life Vice-President. 


@ Sad news for the Ken Hensley Rac- 
ing team of FF2000 Dulons: their spon- 
sor for the final four races of this 
season, Exide, have announced that 
they will not continue next year. They 
have told the team that this is no 
reflection on their performance—the 
cars were driven by David MacPherson 
and Ian Taylor—but that budget cuts 
within the company are the reason. 


@ Van Diemen International Racing 
Service Ltd have now completed their 
initial testing programme on the new 
FF2000 car. Derek Daly has tested the 
machine and was impressed with its 
performance, the 1978 car lapping un- 
der the existing lap record. The car is 
based on the RF77 FF1600 car which 
has proved so successful in the hands of 
Chico Serra, Don MacLeod and Pere 
Nogues this season. It incorporates a 
narrow nose with canard fins, the regu- 
lation aerofoil, Revolution wheels and 
Fireater system fitted as standard. 


@ With the firemen’s strike now in its 
_ fifth week it is nice to see that another 


club have put a race rescue on emer- 
gency call to the authorities. The East 
Anglian Centre of the BRSCC have 


placed a manned unit at the disposal of 


the Suffolk Police. The crew are John 
and Alan Marshall and Tom Lister who 
normally officiate at Snetterton. Their 
employers have kindly allowed them to 
be on 24-houn call. 


@ Ex-Lassman engineer Terry Herd 
has established his own business in 
Finchley. From workshops at 7 Rose- 
mount Road, London NW6, he is work- 
ing on engine preparation—and on 
quality vehicles—and can be contacted 
on 01-794 2753. 


At the RAC National Championship presentations at Pall Mall last week all the 
leading lights were present including sprint champion Dave Harris (centre) who 
received his spoils from Sir Clive Bossom. He is flanked by Simon Riley (left) and 
David Render (right) who finished second and third respectively in the series. Also 
there to collect awards were Trevor van Rooyen (FF1600), Julian Fack (sporting 
trials), John Meredith and Alister Douglas-Osborn (hillclimbs), and Steve 


Johnson (drag racing), among others. 


@ The Croydon & DMC are again 
staging their Cadmoc Rally on the night 
of February 4/5, 1978. starting in Croy- 
don the compact 125-mile route uses 
many of the favourite roads in the 
Surrey/Kent area before finishing at the 
Biggin Hill Country Club. The rally is 
again sponsored by Esso Uniflo and 
entries are available now from Mrs 
Lynne Davison, 48 Woburn Court, 
Wellesley Road, Croydon CRO 2AF. 
Tel: 01-688 9161. 

@ The NSCC office in Nottingham will 
not now be manned full time until the 
beginning of the next racing season. 
The telephone answering service on 
Bingham 38664 will be maintained but 
if there are any urgent enquiries please 
direct them to: (racing), Ivor Pashley 
(0909) 770304; (sprinting), Ray Green 
(Nottingham) 872753; or John Atkin- 
son (Nottingham) 231234 for general 
enquires. 


Geoff Clement, the plumbing and heating contractor from Dartford who has run 
his fearsome 5-litre Mazda-Chevrolet RX3 in special saloon events this year, has 
found a sponsor. Bexley Glass are making their first foray into sports sponsorship 
through Clement although motor racing is relatively new to both partners, Bob 
Bickley and Wyndam Williams. Their company’s name first appeared on the 
Mazda at the end of this year. Bexley Glass manufacture and fit shopfronts, 
double glazing, patio doors and solar heating units. With his sponsorship problems 
solved Clement is now desperate for some mechanics for 1978. Interested? Then 


135 anytime 
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@ The RAC have confirmed that 
Roger Turner, whose appeal against 
disqualification from the Britax prodsa- 
loon round at Silverstone was recently 
rejected by a tribunal, has now ap- 
pealed to the Stewards of the RAC. It 
seems unlikely that this august body 
will assemble before the New Year, so 
the series champion, already pro- 
claimed as being Derrick Brunt, Te- 
mains in doubt. 


@ Doug Riach from Inverness has won 
the 1977 Aberdeen & DMC Champion- 
ship with a class win on the Williamson 
Rally. Driving his Hillman Imp Riach 
wrested the honours from Roger Fisher 
who led- until the last event. Ladies 
Champion is Elsie King who drove her 
boyfriend’s Escort Sport capably 
throughout the year. 


@ Britax, already well known for their 
safety harnesses, are to move into the 
helmet and racewear markets. They 
already have a very good name for 
these products in the two-wheel world 
and are to bring their expertise into the 
automotive side. Their rally jacket 
range will start at £15, the mechanics 
and drivers’ overalls from £15. Helmet 
prices are yet to be announced. 


@ The annual Rochester MC Turkey 
Trot Autotests take place this coming 
Sunday at Iwade near Sheppey in Kent. 


-The overall winner will receive. a tur- 


key, each class victor a bottle of spirits 
and bottles of wine will be presented to 
the runners-up. 


@ The Welsh Association of Motor 
Clubs’ Year Book 1978 will be available 
from December 27. The 40 action 
packed pages teli you all you desire to 
know about Welsh events, clubs, off- 
cials and suppliers in motor sport. They 
are available from Rhydonnen, Pes 
trecwrt, Llandysul, Dyfed at 30p per 
copy but please include a 73in x 10m 
SAE with your order. 


@ The winner of the BARC’s annuaj 
draw was Mrs Martha Bradley from 
Ballycastle, Co Antrim. For her 25p 
stake she received a brand new Volks- 
wagen Polo from Trevor Roden, Man- 
aging Director of Dowercourt. the East 
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Townsend Thoresen will again sponsor 
MCD’s Formula Ford 1600 champion- 
ship in 1978. During the eight years of 
Townsend Thoresen involvement, their 
series has grown in stature-and has been 
expanded to include championship 
rounds at seven circuits. Before 1975, 
the series was wholly Brands Hatch- 
based. 

Past winners of the championship, 
the world’s longest-established FF se- 
ries, include such top class drivers as 
Bob Evans, Tony Brise, Andy Rouse, 
Tiff Needeil and, last year, the brilliant 
Brazilian ‘Chico’ Serra—for whom vic- 
tory means a passage directly into 
Formula 3. 

In 1978, for the first time, two ‘super 
rounds’ of the championship will be 
held—at Brands Hatch and Snetterton. 
These will be over 100 miles and will 
feature double prize money as well as 
refuelling pit stops. 


Aleybars . 
production 
sports 


Next year’s BRSCC Production Sports 
Car Championship has a new sponsor— 
Aleybars, the manufacturers of the 
world-famous roll-over bars. The 12- 
round Championship will have in- 
creased prize money and a new points 
scoring system. 

Prize money per round, in each of the 
three classes will be: 1st—£20, 2nd— 
£12, 3rd—£8. End-of-season awards 
will be £100 to the overall winner with 
£50 to each of the other class winners. 
The new points scoring system will be 5- 
4-3-2 in each class with 1 point for each 
race finisher. There will be no points 
for fastest lap. 


March 12 Mallory Park 
March 27 Castle Combe 
April 9 Donington 
April 16 Silverstone 
May 7 Brands Hatch 
May 14 Croft 

May 29 Oulton Park* 
June 25 Brands Hatch 
July 1 Castle Combe 
July 30 Snetterton 
September 24 Cadwell Park 
October 7 Oulton Park 


“There will be a Super Round at Oulton Park on May 
29 when a 100-mile race will be run for double 


points. 


There are those people who are just too 
lazy to attend annual dinners to collect 
their trophies . . . but not so this young 
man. For this is Willy T. Ribbs, winner 
of the BRSCC’s Dunlop-sponsored 
Star of Tomorrow series for FF1600 
movices, who travelled over from 
America last week to collect his spoils. 


As well as his welcome appearance 
at the BRSCC’s enjoyable annual din- 
ner at the Royal Lancaster Hotel (see 
photographs elsewhere), Willy was 
spotted in the driving seat of a revised 
Chevron B38 F3 car at Silverstone. 


Sadly. Clerk of the Dinner, Peter 
Browning, was not allowing speeches 
at the presentations and we were not 
treated to the dulcet tones on Willy T..,, 
but his success in racing this year—and 
the whole-hearted enthusiasm he has 
shown—are definite indications that he 
is quite serious about his place as a Star 
of Tomorrow. As. indeed. should any- 
one who knows Muhammed Ali! 


TT FF1600—again 


A driver’s best 14 scores will count in 
the 16-round series and prize money is 
paid down to sixth place in each race. 
Winners collect £60, with £40 for sec- 
ond place, £30 for third, £20 for fourth, 
£15 for fifth and £10 for sixth. Points 
will be scored on a 20-15-12-10-8-6-4-3- 
2-1 basis, with an extra 2 points for the 
driver establishing fastest lap. 


March 5 Brands Hatch 
March 11 Oulton Park 
March 24 Snetterton 
April 16 Silverstone 
May 1 Brands Hatch 
May 7 Snetterton 
May 28 Brands Hatch 
June 18 Thruxton 
July 1 Castle Combe 
July 9 Silverstone 
July 30 Mallory Park 
August 5 Oulton Park 
August 27 Snetterton 
September 24 Mallory Park 
October 7 Oulton Park 
October 22 Mallory Park 


Esso 
FF1600 


Esso are to sponsor the BRDC/Silver- 
stone FF1600 championship for the first 
time in 1978. The series comprises 15 
qualifying rounds at Silverstone’s major 
international metings and at other pres- 
tigious meetings at Thruxton, Oulton 
Park, Donington Park, Mallory Park 
and Brands Hatch. Nine rounds will be 
staged at the Northamptonshire circuit, 
four of which take place on the full 
Grand Prix circuit. 

Increased prize money of £175 is 
being awarded at each round with £60 
to the winner. The overall champion- 
ship victor receives an additional £125. 
Having supported Silverstone’s special 
saloon car series for several years under 
their Esso Uniflo brand name Esso 
have made the decision to switch to 


George Bevan—back at Brands 


Bevan’s 


A Star of Tomorrow 


single-seaters as a change. 

Points awarded at each round: 20-15- 
12-10-8-6-4-3-2-1 with an additional 2 
points to the driver(s) recording fastest 
lap. 


Dunlop 


March 5 Silverstone 
March 18/19 Silverstone 
March 27 Silverstone 
April 9 Thruxton 
April 16 Brands Hatch 
May 1 Silverstone 
0 m 0 ‘ro W May 7 Donington Park 
May 13 Silverstone 
May 20 Oulton Park 
May 29 Silverstone 
Dunlop will again be sponsoring the suneiean Donington. Fark 
August 13 Mallory Park 
1978 BRSCC Star of Tomorrow August 28 Siivarstona 
Formula Ford 1600 Championship. The September 16/17 Silverstone 
' September 23 Silverstone 


11-round series will again be for drivers 
who hold RAC Restricted Racing Li- 
cences on or after January 1, 1978. 

The value of the Dunlop tyre vouch- 
ers (which will be the awards at each 
round) have been increased to Ist— 

~ £30, 2nd—£2, 3rd—£15 and 4th—£10. 
These can be exchanged through the 
Dunlop Competitions Department for 
Formula Ford racing tyres. The end-of- 
season awards will be Trophies to the 
top three drivers. There will be a new 
points scoring system in 1978 which will 
be 10-9-8-7-6-5-4-3-2-1 plus 2 points for 
fastest lap. It is hoped that this new 
scale will help to narrow the advantage 
of a regular race winner. 


Rivet 
Supply 
Company 
Saloons 


The Rivet Supply Company—the coun- 


March 11 Brands Hatch > : < 2 
March 26 Brands Hatch try’s vate comprehensive rivet stockists 
April 8 Donington and the enthusiastic sponsors, last sea- 
April 15 Snetterton son, of a Porsche 935—are to increase 
et 89 bes ae esl their involvement in motorsport during 
y, 1978. The Chiswick-based company will 
July 2 Croft : ‘ pany 
July 29 Mallory Park sponsor, for the first time, an MCD 
August 27 Brands Hatch hantoio hee = { 
September 27 Cadwell Park Cc ampionship—for large capacity spe 
October 6 Brands Hatch cial saloon cars. 


The 12-round series features races at 
six circuits and four of the races will 
form part of the exciting new MCD 
Saloon Car Festivals. The series also 
features a ‘super round’ (consisting of 
two 20-lap races) which takes place at 
Brands Hatch in July). Double prize 
.Money can be gained by successful 
competitors in these races which will 
form part of the Brands Hatch saloon 
car festival. 

Prize money will be paid to the first 
three finishers in each class at the rate 
of £40, £25 and £12. At the end of the 
season, £200 will go to the Overall 
Champion and £50.to class winners. 
Second place drivers in each section 
receive £30 and third in class collect 
£20. The series caters for three different 
capacity classes: for cars of 1000cc- 
1300ccc, 1301cc-2500cc and over 2500cc 
and a driver’s best ten scores will count. 


March 5 Brands Hatch 
March 11 Oulton Park 
April 9 Thruxton 
April 23 Donington 
June 18 Snetterton 
July 2 Maliory Park 
July 8 Outton Park 
July 30 Brands Hatch 
August 5 OQutton Park 
| August 27 Snetenon 
Ccaster 75 Sancs 4am 
bd Ccmzter 22 Meicr. -=« 
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‘John Drake, President of the Drake 


| @ Bognor Regis MC are staging their 


| 5597s 


comments 


George Bevan, whose recent problems 
with the Rochester MC and the RAC 
were reported two weeks ago (Sports 
Extra, December 1), has contacted us 
to offer some comments. Bevan, who 
we were unable to contact at the time, 
denies that he and his mechanic forced 
their way through the Brands Hatch 
tunnel but states that, after they were 
refused entry (for wearing the wrong 
passes), he went to the secretary of the 
meeting, collected the right ones, and 
passed through normally. 

Bevan, who many were pleased to 
see back at Brands on Sunday, had 
threatened to pull out of racing as a 
result of what he considers to have been 
an unfortunate incident. While he read- 
ily admits attempting to reach the track 
wearing the wrong pass, Bevan claims 
that it was the marshal who pushed him 
back as he went to walk past, and not 
he who pushed the marshal. 


superVee 
parts for 
next year 


Engineering and Sales Corp, of Irvine, 
California, has announced details of his 
company’s plans to market components 
for the new Volkswagen water-cooled 
Super Vee engine. Drake Engineering, 
-who manufacture USAC Turbo-Offy 
engines and the all-new Turbo Drake 
engine for Indianapolis have decidéd to 
enter the world of Super Vee with 
much-needed, cost-efficient racing pro- 
ducts. Engine designer Hans Hermann 
has just completed drawings for the 
Drake components such as injector 
manifolding, dry sump pan and engine 
plates while camshafts, valve train com- 
ponents and other parts will shortly be 
available. Catalogues of Super Vee 
parts are obtainable from Ron Moser. 
Project Co-ordinator, Drake Engineer- 
ing and Sales Corp, 17502 Daimler St. 
Irvine, California, 92714. 


New Year Bank Holiday Treasure 
Hunt on Monday, January 2 in which 
the general public are invited to partici- 
pate. All you will need ts a car, as many 
passengers as will fit in. and some 
writing implements and youre away- 
The start will be 1.30pm for 2pm at 
Yapton playing fields. Further details 
from Abe Wkham oe Yaptoe 


Unlucky 13 
for many 


Thirteen was an unlucky number for at - 


least 14 crews on the North Star Rally 
in Northumberland last Saturday night 
for it was on the 13th selective that the 
event’s only real problem occurred. 
Leaders on the road and second at the 
time Richard Mawson and Dave Nich- 


olson, drowned out in a ford and this > 


caused the next 13 cars to come to a 
grinding halt. Eventually the blockage 
was cleared and inevitably there was a 
move to get the selective scrubbed. 

However, the stewards decided 
otherwise and eventual winners, having 
started at No 18, were Peter Knowles 
and Jeff Donkin (Dolomite Sprint) sup- 
ported by Peters Cathedral Bakeries of 
Durham. They finished almost 100 pen- 
alties ahead of one time leaders Brian 
Stanners and Chris Pringle in their 
RS1800, while very close behind them 
came Ian Jennings and Gordon Brodie 
(RS1700) both crews having been 
stopped in their stride as a result of the 
hold up at the ford. 

The weather was appalling all night, 
with incessant heavy rain taking_a fairly 
heavy toll of an entry of 52 crews for an 
event of 140 miles comprising 15 selec- 
tives, ranging from two to 13 miles in 

_length. 


1, Peter Knowles/Jeff Donkin (Dolomite Sprint), 
1187 penalties; 2, Brian Stanners/Chris Pringle 
(RS1800), 1281 pens; 3, lan Jennings/Gordon 
Brodie (RS1700), 1294 pens; 4, John Gray/Alan 
Armstrong (Avenger), 1424 pens; 5, Alan 
Maddison/Keith Chipchase (Honda Civic), 1444 
pens; 6, Chris Haykin/Tim Spafford (Firenza), 1447 
pens. Novices: Andy Rae/G. Arneil (Audi 80), 1788 
pens. 


Well ahead 
on Hermit 


Local crew Dick Mauger and Dick 
Steptoe had a margin of more than. 


4mins when they won the Hermit Rally, 
run by Aylesbury MC, over a 150 mile 
route taking in part of Bucks, Oxon and 
Herts last Saturday night. Driving a 


‘Mexico they dropped 21mins on a night, 


when heavy rain fell for the first two 
hours. However, the conditions did not 
affect the entry of 65 crews too badly, 
for 53 managed to finish the event 
named after the Dinton Hermit pub in 
Ford where the club meets. 

Last year’s winners, Bill Harrap and 
Peter Rushforth finished second just 


over 2mins ahead of Roy Neighbour 


and Graham Dore with Noel Downes 
and Paul Evans a further 30secs away in 
fourth spot. Early leader was John 
Parsons (Avenger) but- his 1min half- 
way lead evaporated in the second half 
when he collected a fail to finish well 
down the field. 


1, Dick Mauger/Dick Steptoe (Mexico), 21m; 2, Bill 
Harrap/Peter Rushforth (RS2000), 25m 23s; 3, Roy 
Neighbour/Graham Dore (Mexico), 27m 33s; 4, Noel 
Downes/Paul Evans (RS2000), 28m 7s; 5, John and 
Jim Bowie (Cooper S), 28m 40s; 6, Dave O'Brien/ 
Nick Verney (RS2000), 29m 34s. Semi-experts: 
Gwyn Jones/Peter Cracknelt (Avenger GT), 40m 
30s. Novices: Tony Wilsdon/David Gibson spoon 
S), 1F 77m 55s., ; 


@ Southend carpet trader Ray Heath- . 


cote won the Eastern Counties MC 
Miniature Rally by 2mins last Saturday 
night dropping 29mins over the 150 
mile route in Suffolk. Navigated by Pat 
Gadsby, the Firenza crew beat Dave 


Barker and Peter Larbalestier in a Mk2 


Cortina after an all night battle. 
1. Rep Seetcot Pat Gadsby (Firenza), 29m; 2, 
Dewe Seer ete Leteiestc (Cortina), 3im: 3. 


The Thames Estuary Automobile club 
had the dubious honour of- organising 


the last but one race meeting of the year. 


at Brands Hatch last Sunday. Merciful- 
ly the rain of the previous evening had 
ceased and the racing took place on a 
predominately dry track. Paul Sleeman 
took his new Rostron to a victory in the 
opening Formula Ford event and 
gained the TEAC championship in the 
process and was pipped in the second 
Formula Ford race by Peter Lawrence’s 
ageing Royale RP21 which was kept 
together by some crafty work with a key 
ring throttle linkage. Peter Daniels 
failed to finish in the Mini Seven race 
and handed that championship to third 
placed man Richard Hamlyn with his 
Quintain Mini. 

Guest starter for the day was Tony 
Brooks. As he pressed the switch for 


the first race of day, front row man; 
Richard Hamlyn (Quintain Mini) was 


engulfed by the pack and his team-mate 
Martin Moorhead, who had started 
from the outside of the front row, 
scraped into the lead at Paddock Bend. 
Meanwhile TEAC Mini Seven cham- 
pionship leader Peter Daniels had the 
ignominy of retiring during the first lap, 
losing all chance of winning the title. 
Stephen Hall, who has returned to Mini 
racing after a brief drift into Formula 
Ford, shadowed Moorhead for eight 
laps before taking the lead ‘and main- 
taining it by the narrowest of margins to 
the flag. Hamlyn fought bravely up to 
third place ahead of a fierce dice be- 
tween Anthony Bernstein and John 
Love which resolved itself in that order. 

There was some consternation before 
the Formula Ford race as poleman 
Peter Lawrence arrived late with the 
Team Mansell Royale. He elected to 
start on the outside of the front row but 
Paul Sleeman (Rostron RT77) made 
every use of the inside line and led away 
from Gary Coward (Royale RP24), 
Lawrence and Len Greeney (Royale 
RP21). Lawrence was soon up to sec- 
ond place but could make no progress 
on Sleeman when an exhaust bolt 
dropped off at mid distance and ham- 
pered his straight line speed. Greeney 
went off briefly at Clearways and David 
Wigdor (Image) took fourth ahead of 
Roger White (..0yale RP24) and a fast- 
closing Tony Howard (Crosslé 25F). 

There was such a poor turn-out for 
the modsports race that some of the 
special saloons were given an extra run. 
A somewhat ‘strange front row com- 
prised of Bob Jarvis (Davrian) and the 
other John Watson (Cooper S) and a 
gap on the outside. It was Pat Long- 
hurst (Davrian) from the inside of the 
second row who led the first lap before 
Jarvis got through at Paddock and 
stormed away to a 12secs win. Derek 
Foy (Cooper S) and Watson kept the 
main interest going with some very 
close stuff throughout the ten laps with 
Watson, saving everything until the last 
time through Clearways slipping inside 
Foy and taking third place at the flag. 

A good race was assured with a full 
grid of Free Formula and Mini Seven 
cars arriving on the grid. Steven Hall 
(Mini Seven) led away looking for an- 
other win and, with the most likely 
challenger Monty Guildford (Bevan 
Imp) selecting third gear and ending the 
first lap off the chart, he was given 
every opportunity. Roy Finlay (Mini 
Seven) chased Hall hard before being 
demoted to third place by the hard 
charging Guildford. Eddy Arscott 
closed on Roy Finlay to take third a few 
lengths ahead of the earlier unlucky 
Peter Daniels. 

The best race of the day followed 
with the second Formula Ford event. 
The pole-winning Mansell Royale of 
Peter Lawence had its throttle linkage 
disintegrate at an inappropriate mo- 
ment and this was hastily bodged by 
using a key ring—clever people, these 
builders!—and, undeterred, Lawrence 

led off the line from Sleeman’s Rostron 
and with Len Greeney (Royale RP21)}. 


: 


Sleeman wins series 


Punt finished second in the special saloons after a moment at Druids. 


ray Dudgeon (Royale RP24) in almost 
impossibly close attendance. With Slee- 
man trying every angle around Law- 
rence the crowd were kept on their toes 
throughout and in an awkward moment 
at half distance Greeney found himself 
the wrong side of a backmarker and was 
down to fifth place: putting Dudgeon up 
to third. But the pressure of the im- 
proving Sleeman brought possibly the 
best out of Lawrence who held’ on 
gamely. at the flag by the shortest of 
nosecones from Sleeman and Dudgeon 
who dead-heated on time, a real grand- 
stand finish. 

With practice conditions in his fa- 
vour, Mick Davies (Transpeed Cooper 
S) found himself on the front row of the 
grid for the special saloon race flanked 
by the irrepressible Godfrey Hil! Inte- 
gral Imp of John Homewood and Ed- 


ward Punt’s Ford Escort BDG, There 
seems to be little anyone can do about 
the Kent farmer’s Imp these days and 
he streaked away into the distance. 
Davies held second briefly ahead of the 
evergreen Mike Chittenden (1.3 Ford 
Anglia) but Punt was recovering froma 
slight moment at Graham Hill bend on 
the first lap and was soon pushing up 
the field with Tony Whibley (2.3 Vaux- 
hall Firenza). As Chittenden fell back 
into the clutches of Mike Scott (1.0 
Ford Anglia) for a rare dite, Whibley 
forced his way beyond Punt only to find 
he had been given a 10secs penalty for 
jumping the start and was thus demoted 
to third after all, with Homewood win- 
ning by an ingracious half a minute! 


PAUL HARMER 


Test] te 


TEAC Mini Seven Championship (10 laps): 1, Steven Hall (Mini), 10m 36.8s, 68.04mph; 2, Martin 
Moorhead (Quintain Mini), 10m 37.4s; 3, Richard Hamlyn (Quintain Mini), 10m 46.8s; 4, Anthony Bernstein 
(Mini), 10m 50.2s; 5, John Love (Luvmini), 10m 50.7s; 6, Roy Finlay (Mini), 11m 13.6s. Fastest lap: Moorhead 


61.6s, 70,34mph. 


TEAC Formula Ford Championship (10 laps): 1, Paul Sleeman (Rostron RT77-Minister), 9m 00.45, 
80.18mph; 2, Peter Lawrence (Royale RP21-Minister), 9m 02.6s; 3, Gary Coward (Van Diemen RF76- 
Scholar), 9m 11.2s; 4, David Wigdor (Van Diemen RF76-Scholar), 9m 13.0s; 5, Roger White (Royale RP24- 
Minister), 9m 20.7; 6, Tony Howard (Crossié 25F-Minister). Fastest lap: Lawrence, 52.6s, 82.38mph. 

Modsports and Special Saloons (10 laps): 1, Bob Jarvis (Davrian Mk7), 9m 05.0s, 79.50mph; 2, Pat 
Longhurst (Davrian Mk7), 9m 17.7s; 3, John Watson (Cooper S), 9m 49.4s; 4, Derek Foy (Cooper S), 9m 
49.7s; 5, Micki Chittenden (MG Midget), 9 laps; 6, Steven Holland (Hillman imp), 9 laps. Fastest laps: Jarvis. 


53.18, 81.60mph; Watson, 57.0s, 76.03mph. 


Mini Seven and Free Formula 850 Saloon race (10 laps): 1, Monty Guildford (850 Bevan imp), 10m 
20.4s, 69.84mph; 2, Roy Finlay (850 BL Mini), 10m, 28.9s; 3, Eddy Arscott (850 BL Mini), 10m, 29.3s; 4, Peter 
Daniels (850 BL Mini), 10m 33.0s; 5, Peter Northover (850 BL Mini), 10, 35.7: 6, John Love (850 BL Mir), 100 
37.7s. Fastest laps: Mini Seven Formula: Steven Hall, 1m 01.0s, 71.03mph. Free Formula: Guildford. 
58.10s, 74.58mph. Class winners: Guildford and Finlay. 68.90mph. 

Formula Ford (10 laps): 1, Peter Lawrence (Royale RP21-Minister), 9m 04.4s, 79.59mph; 2, Paul Sleeman 
(Rostron RT77-Minister), 9m 04.6s; 3, Murray Dudgeon (Royale RP24-Minister), 9m 04.6s; 4, Roger Whae ry 
(Royale RP24-Minister), 9m 07.5s; 5, Len Greeney (Royale RP21-Minister), 9m 08.0s; 6, Geoff Wallace 
* (Merlyn MkiiA-Minister), 9m 14.4s. Fastest lap: Tony Howard (Crossié 25F-Minister), 52.3s, 83.35mph. 

Special Saloons (10 iaps): 1, John Homewood (1.0 Bevan-Iimp), 9m 08.8s. 78.95mph; 2, Edward Punt (2.0 
Ford Escort BDG), 9m 33.4s; 3, Tony Whibley (2.3 Vauxhall Firenza), 9m 36.4s; 4, Mick Davies (1.3 BL 
Cooper S), 9m 38.4s; 5, Mike Chittenden (1.3 Ford Anglia), 9m 38.7s; 6, Mike Scott (1.0 Ford Anglia), Sm 
47.6s. Fastest laps: Over 1300cc—Whibley, 53.5s, 81.49mph; 1001-1300cc—-Chittenden, 55.2s, 78.50mph, 
Up to 1000cc—Homewood, 52.8s, 82.06mph. Class winners: Homewood, Punt, 75.57mph, Davies. 


74.91mph. 


Daisy still a champ 


Southerner Chris Daisy made sure of 
retaining the ASEMC Rally Champion- 
ship when he won the Bristol Street 
Motors Whitsend Rally, run by Bexley 
LCC last Saturday night. Partnered by 
now partly retired John McKerrell he 
took his 1500 Chevette to a 22secs win 
after a 170 mile route. 

Three selectives and 81 controls, all 
in Kent, provided the action for 91 
crews and 2 keen tussle developed in 


the first half between last year’s winner ~ 


Daisy. This was the order at petrol Bat 
in the second half with the second 
third selectives, Daisy turned on 2 Wa 
ning burst to head Thorpe and Alem 
Woodbridge in their Escort TC wah 
Greenland and Jim Anderson in them 
Escort Sport third. 

1, Chris Daisy/John McKerrell (Chevette), 25 
22s; 2, Gary Thorpe/Alan Woodbridge (Escort TO}. 
25m 48s; 3, Mick GreeniandiJim Anderson (Escort 
Sport), 26m 29s: 4, Peter Johesom R. Jones (Escort 
2jitre), 3Gm 266: 5 Lyte Cathcart Mike Cockle 
OQtagrum). 36> 36s. 6 Kath YoungNel Dewsor 
“Cotes 42> Sos Beet C Of Miles Se 


British events 
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Gwynne 


on Brown 


After a furious night’s rallying in some 
of the most appalling weather of the 
year, Bill Gwynne clinched the Motor- 
ing News Rally Championship by win- 
ning the J. J. Brown Memorial Rally in 
North Wales last Saturday night. 
Gwynne and Terry Thorpe headed the 
96 strong entry by almost 6mins after 
210 miles of competition but the south- 
erner ended his night on the end of a 
tow rope for shortly after the final 
control he spun his RS2000 after a 
brake locked, clobbered a kerb and 
broke a halfshaft. 

With the championship to be decided 
between any one of three crews, the 
pace up front was fast and furious and 
the fact that some of the roads round 
the Bangor area were not as map early 
on caused many headaches. John Blox- 
ham and Richard Harper took their 
Fiat 131 away at the head of the field 
and faced 130 miles before petrol was 


available and they were not the only 


crew to be worried about fuel supplies. 

By half-time Gwynne and Thorpe 
had opened up a narrow lead but in the 
very tight second half everyone had to 
motor extremely rapidly to avoid going 
into maximum lateness and in pouring 
rain and gale force winds this was not 
easy. Early front runners to fall by the 
wayside included Roland Young who 
damaged his car after an ‘off’ in the first 
half; Mick Briant who retired at petrol 
with odd noises from the back end and 
Bob Bean who went out with no oil 
pressure. 

The rally was also the last round of 
the Welsh Road Rally and ANWCC 
series and, in the former, the title went 
to fourth placed Dennis Pollington who 
took the title after Theo Bengry, the 
former leader crashed into a bridge and 
damaged the front of his Kadett. By 
finishing fifth Road Sheard took the 
ANWCC title. 

While Bloxham and Harper had to be 
content with second place, Harper col- 
lected enough points to win the naviga- 
tor’s title for the second time in eight 
years but Bloxham remained third in 
the driver’s table four points down on 
Ted Cowell who, with’ Rod Palmer, 
ended the night in third spot 11mins 
down on Bloxham. Only the first six 
crews in the 42 finishers escaped fails 
and of the finishers a dozen were novice 
crews. 


1, Bili Gwynne/Terry Thorpe (RS2000), 79m 28s; 
2, John Bloxham/Richard .Harper (Fiat 131), 85m 
26s; 3, Ted Cowell/Rod Paimer (RS2000), 96m 14s; 
4, Dennis Pollington/Dave Thomas (RS2000), 96m 
31s; 5, Road Sheard/Derek Herbert (Escort TC), 
106m 14s; 6, Gareth and Gwyn Mawby (RS2000), 
107m 56s; 7, Derek Heslop/A. Whitehead (BMW 
2002), 1F 105m 43s; 8, Eddie Linton/Brian Goff 
(Imp), 2F 105m 58s; 9, Alton Murphy/Bernard Hill 
(RS2000), 2F, 109m Ss; 10, Alan Wilson/Alec Chor- 


affa/RS2000), 2F 109m 12s. Semi-experts: Neil | 


Rudd/Alec Gaze (RS2000), 3F 116m 30s. Novices: 
P: Hawes/I. McLaren (Mexico), 8F 128m 47s. 
Motoring News Championship: Drivers: 1, 
Gwynne 65pts; 2, Cowell 60pts; 3, Bloxham 56pts. 
Navigators: 1, Harper 56pts; 2, Dave Kirkham 
5ipts; 3, John Millington 47pts. Welsh Champion- 
ship . winners: Pollington and Dave Thomas. 
ANWCC championship: Sheard and Thomas. 


Date Venue 

Dec 17 18 Quicks, Hawarden Road, 
Chester (MR117/245627) 

Dec 17 78 


| Exctsford Car Park, 
/ MiR103728414) 
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e | Smart organisation 
champion at MGCC Brands 


The ‘winter clubbie’ season continued 
on December 3 with an MGCC meeting 
at which the club smartly pushed 
through six races in less than 23 hours. 
All the races catered heavily for MGs, 
which is hardly surprising, but there 
were some ‘foreign bodies’ to be seen. 
One. of these, an Aston Martin, was 
driven by Ian Mason who shares the 
honours. as a very unofficial ‘driver of 
thé day’ with Steve Everitt. He took his 
. Midget to a pair of victories, the second 


after a top straight collision with Dave- 


Bettinson’s Caterham Super 7. 

Race one was for modified MGs and 
Sprites, and it was two cars frequently 
seen in Brands modsports events which 
took control after passing assorted less 
modified machines which were better 
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suited to the slippery morning practice. 
After starting from the third row, Steve 
Everitt’s Midget took the lead on lap 3 
from Barry Sidery-Smith’s MGB. Law- 
rence Cutler (Sprite) took a little longer 
to come through from row five, but-was 
a strong challenger to Everitt when he 
reached second place. He never quite 
had the steam to get by, but the two of 
them drew well away from Sidery- 
Smith and the rest. Mick Walker took 
the MGA class after some brave pass- 
ing and repassing with two equally 
determined rivals. 


Standard cars were next out, but that 
description must be interpreted very 
liberally, judging by the non-standard 
speed of many participants. David 


Scratch race for modified MGAs, MGBs, Midgets and Sprites (10 laps): 1, Steve Everitt (1.4 Midget), 
10m 20.3s, 69.85 mph; 2, Lawrence Cutler (1.3 Sprite), 10m 21.1s; 3, Barry Sidery-Smith (1.8 MGB); 4, Mick 
Walker (1.6 MGA), 10m 53.6s. MGBs: 1, Sidery-Smith, 68.13 mph; 2, Bob Luff (1.9 MGB); 3, Bernard Bowler 
(1.8 MGB). Fastest lap: Sidery-Smith, 1m 01.9s, 70.00 mph. MGAs: 1, Walker, 66.28 mph; 2, Vic Ellis (1.6 
MGA); 3, Neil Cawthorne (1.6 MGA), Fastest lap: Walker 1m 03.3s, 68.45 mph. Midgets & Sprites: 1, 
Everitt; 2, Cutler. No other starters. Fastest lap: Everitt, 59.5s, 72.85 mph. 

Scratch race for standard MGs and Sprites (10 taps): 1, David Franklin (3.5 MGB GT V8), 10m 46.1s, 
67.06 mph; 2, Barry Sidery-Smith (3.5 MGB GT V8), 11m 20.2s; 3, Dave Sheppard (1.3 MG Midget), 11m 
20.6s; 4, John Vernon (1.3 Sprite), 11m 21.0s. MGBs: 1, David Strange (1.8 MGB), 63.05 mph; 2, Paul 
Richardson (1.8 MGB); 3, Geoff Gear (1.8 MGB). Fastest lap: Richardson, 1m 06.7s, 64.96 mph. V8s and 
MGCs: 1, Franklin; 2, Sidery-Smith; 3, Rob Gill (3.0 MGC). Fastest lap: Franklin, tm 03.1s, 68.67 mph (lap 
record). MGAs: 1, Maicolm Ellis (1.6 MGA), 59.73 mph; 2, Keith Blight (1.6 MGA); 3, Stuart Holley (1.6 MGA). 
Fastest lap: Ellis, 1m 09.7s, 62.17 mph. Midgets & Sprites: 1, Sheppard, 63.66 mph; 2, Vernon; 3, Vic Smith 
(1.3 Midget). Fastest lap: Sheppard, 1m 04.2s,.67.49 mph. 

Pre-1955 MG scratch race with calculated handicap result (10 laps): 1, Jeffrey Townsend (1.2 MG TB), 
+0.9s on handicap; 2, Don Smith (850 MG J2), +13.3s; 3, Frank Vautier (1.2 MG YA), +16.4s; 4, Dave 
Saunders (1.2 MG TC), +24.9s. Scratch winner: Gerry Brown (1.6 MG TC), 10m 33.0s (68.45 mph). Fastest 


lap: Brown, 1m 02.0s, 69.89 mph. 


Modsports race (10 laps): 1, Steve Everitt (1.4 MG Midget), 10m 27.18, 69.10 mph; 2, Lawrence Cutler 
(1.3 Sprite), 10m 35.38; 3, lan Mason (4.0 Aston Martin DB4), 10m 43.2s; 4, Bob Luff (1.9 MGB). Over 
2000ce: 1, Mason, 67.37 mph, No other starters. Fastest lap: Mason, 1m 02.4s, 69.44 mph. 1501-2000cc: 1, 
Luff, 66.98 mph; 2, David Bettinson (1.9 Caterham Super 7). No other finishers. Fastest lap: Bettinson, 58.9s, 
73.56 mph. 1151-1500ce: 1, Everitt; 2, Cutler; 3, Mike Chalk (1,4 Sprite). Fastest tap: Everitt, 1m 00.5s, 71.62 
mph. Up to 1150ce: 1, Victor Moore (1.1 Sprite), 66.82 mph; 2, Paul Bernal-Ryan (1.1 Midget). No other 


starters. Fastest lap: Moore, 1m 02.5s, 69.33 mph. 


All-comers race with calculated handicap result (10 laps): 1, Bernard Bowler (1.8 MGB), +4.5s on 
handicap; 2, David Franklin (3.5 MGB GT V8), +14.6s; 3, Neil Cawthorne (1.6 MGA), +31.9s; 45, Dave 
Clewley (1.5 MG TB), +34.1s. Scratch winner: lan Mason (4.0 Aston Martin DB4), 10m 31.0s, 68.67 mph. 


Fastest lap: Mason, 1m 01.3s, 70.68 mph. 


All-comers race with calculated handicap result (10 laps): 1, Harry Jansons (1.6 MGA), +12.0s on 
handicap; 2, John Benson-Wilson (1.6 MGA), +20.9s; 3, Frank Vautier (1.2 MG YA). +32.5s; 4, Nigel Pratten 
(1.1 Midget), +33.9s. Scratch winner: David Strange (1.8 MGB), 11m 36.2s, 62.24 mph. Fastest lap: 


Strange, 1m 08.18, 63.63 mph. 


By finishing fifth on the Bentleys Rally, 
run by the One Eleven MC last Satur- 
day night in south east Yorkshire and 
the Fenland area, Mike Hutchinson 
clinched ‘the East Midlands Rally 
Championship. With Peter Halkyard in 
the left hand seat the crew dropped 
37mins ‘but were beaten by novice crew 
Michael Brown and Richard Gledhill 
(Ascona) who had the same time. 


Ahead of them and gaining his second - 


win in the championship, was John 
Haden in his RS2000 with John Naylor. 
They dropped 32mins to win by 2mins 
from Colin and Brian Wade (Avenger) 
with David Moore and Nigel Harris 
(Imp) third on 36mins. 

The main interest of the night was the 
battle between eventual championship 
winner Hutchinson and Neil Colling- 
wood (Escort), both of whom stood.a 


Club 


Hutchinson’s Bentley 
win clinches title 


Lanes & Cheshire CC 


Clitheroe & DMC 


chance of taking the title. Collingwood, 
who had Harold White with him, was 
lying fourth at petrol and was well in 
contention but then his alternator gave 
trouble and he had to retire. 


Torrential rain made conditions diffi- 


cult for the first two hours for the 100 
competitors on the 180 mile route but 
conditions improved slightly as dawn 
approached. Collingwood finished run- 
ner-up to Hutchinson in the driver’s 
category of the championship with Ha- 
den third and the finishing order in the 
navigators table was Halkyard, Naylor 
and White. 

1, John Haden/John Naylor (RS2000), 32mins; 2, 
Colin and Brian Wade (Avenger), 34m; 3, Dave 
Moore/Nigel Harris (imp), 36m; 4, Michael Brown/ 
Richard Gledhill (Ascona), 37m; 5, Mike 
Hutchinson/Peter Halkyard (Ford Popular), 37m; 6, 
Peter Chell/Paul Brown (Escort), 39m. Semi-ex- 


perts: Mike Howkins/Paul Ashmore (Escort), 41m. 
Novices: Brown/Gledhili. : 


Details 
Rally Petite © 


Hall Trophy Rally 


John Brown Wheels Raity 
Seven Dales Rally 
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Franklin (MGB GT V8) was the easy 
winner, setting a new lap record on his 
victorious way, and Barry Sidery- 
Smith’s similar car was second after 
holding the place for much of the 
tance. But it was a hard fought secs 
lost for a while to Dave Sheppard’s 
quick Midget when Sidery-Smith had_ 
half-spin at Clearways on lap eig® 
Sheppard, who had a moment at D 
early in the race, had another just a 
after passing the V8, and althougi 
quickly ‘recovered to’ regain seca 
place, his engine fell sick in the last fev 
hundred yards and the V8 shot past 
again. John Vernon (Sprite) was right 
there to take over if anyone else 
faltered. 

Old protagonists Gerry Brown and 
Dave Clewley in their T-types were 
firmly in charge of the pre-1955 race 
which, with only nine starters, had 
unusually thin support. These. two 
lapped all the others and enjoyed a 
race-long contest, so it mattered little to 
them that the ‘winner’ on handicap was 
the car which finished last by a long 
way. 

With a couple of notable exceptions. 
the modsports race brought out a famil- 
iar line-up of cars seen already. The 
winner was again Steve Everitt, but the — 
fastest car on the track belonged to 
Dave Bettinson. His Caterham Super 7 
got badly crossed up at Graham Hill 
Bend on the first lap and had to wait 
some time to rejoin, so the next 7} laps 
were spent making up a 15secs deficit. 
Bettinson finally closed the gap and 
took over the lead as they went into lap 
9, but Everitt stayed on his tail and saw 
a chance to make a final bid.on the last 
couple of corners. Using a much 
quicker line through Clearways, Everitt 
stormed up on Bettinson’s tail and went 
for a gap on the inside through Clark. 
Although edging alongside, the Midget 
would. surely still have to Yield to the 
Super 7’s straight-line superiority. But 
we were never to find out, because they 
collided, Bettinson’s car spun off, and 
Everitt staggered to the line with his 
front body askew. It looked like ‘one of 
those things’ that happen every so of- 
ten, but the angry Bettinson com- 
plained that the Midget hit him from 
behind while Everitt with some justifi- 
cation pointed to side damage on both 
cars in support of his version of the 
story. Almost overlooked in this dra- 
ma, Ian Mason put in an excellent drive 
in his Aston Martin after going off to 
avoid Bettinson’s first lap adventure, an 
effort which was rewarded with third 
overall behind Everitt and Lawrence 
Cutler. 

Mason was out again in the next race. 
an allcomers’ event, and this time he 
won outright after another excitimg 
drive. First he had to fight off the 
attentions of a very persistent Gerry 
Brown (TC), then he had to catch and 
pass Mark Niblett’s neatly driven road- 
going Porsche, which he did midway 
round lap 6 to take a lead which was 
never again threatened. Another all- 
comers’ race concluded the meetimg 
and ended in victory on the road for 
David Strange (MGB), after the Mor- 
gan of John Milbank spun out of the 
running. Peter Chowne (MGB) got the 
better of a long dice with Nigel Prat- 
ten’s Midget. ‘Needless to say, the 
handicap results of these last two races 
bear no relation to the finishing order. 
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“And it’s got a sort of nobbly bit on the end 
like a teaspoon and a kind of saddle thing over 
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the top with a bolt hole through it and... 


Sometimes you know exactly what part your car needs. 
But, for the life of you, you can’t put a name to it. 

‘Well it really doesn’t matter if you don’t know the name 
of the part. Just so long as you know ours. 

Because we stock parts and accessories to fit almost 
every popular British car including Ford,Chrysler, Vauxhall and 


Leyland. All together in one shop. U wi f PART 
Sree 
RRS TEER 


Thousands of parts for millions of cars. 


